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Research and the Railways 
AST week we referred editorially to a paper entitled 
‘Change Rules the Rails’’ read by Dr. C. M. A. 
Stine to the Traffic Club of Wilmington, Delaware, and 
intended as a suggestion to the railways for improvement 
in efficiency and speed through the enhanced application of 
scientific research. In his paper, which we summarise 
elsewhere, Dr. Stine began by quoting, among others, the 
apocryphal 112} m.p.h. record by the New York Centra! 
in 1893 (a record of which we have never been able to 
obtain authentic details) ta show that ‘‘ the fastest of the 
streamlined trains of today could be paced by those 
thundering steam-propelled comets of more than 40 years 
ago."’ As a scientific researcher, Dr. Stine has presumably 
satisfied himself that these achievements were real, but 
we should like to be reassured on the point, which indeed 
is the only matter of fact which we question in the whole 
of Dr. Stine’s paper. We think, however, that the 
analogy of the results of chemical research upon common 
substances should not be used as a stick to beat the rail 
ways, which make extensive use of the results achieved by 
the chemical industry. The most fruitful line of research 
for the railways seems to us to lie more in the direction 
of making better use of their existing equipment. Never- 
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theless, the record of achievement which we summarise 
on another page is a stimulus towards progress in every 
direction. 
* * * * 

An Empire Railway Manager 

A further link in the chain of British and South African 
friendship was forged when last Tuesday the present and 
past members of the Council of the Institute of Transport 
entertained to luncheon Mr. T. H. Watermeyer, General 
Manager of the South African Railways and Harbours. 
Mr. Watermeyer’s services to the institute in South Africa 
have been considerable, and a graceful tribute has been 
paid by making him the first overseas Vice-President. The 
South African Railways have long been considered among 
the most efficient and up to date of Dominion railways, 
and those who have experienced the comfort of day and 
night travel in South Africa can thoroughly endorse this 
verdict. It was a happy thought of the President, Sir 
Cyril Hurcomb, to give the Council of the institute an 
opportunity of meeting Mr. Watermeyer, who is now in 
London with Mr. Pirow, the South African Minister of 
Railways and Defence. Nothing but good can come from 
the frequent interchange of views between those who are 
responsible for the transport undertakings of this country 
and those controlling transport overseas, and the Institute 
of Transport is the ideal medium for such meetings. 


* * * * 


The Week’s Traffics 

Comparisons of the traffic returns of the four group rail- 
ways for the past week are with a week in 1935 which 
included the Whitsuntide Bank Holiday. Passenger train 
receipts are therefore down in each case, and merchandise 
and coal takings are up partly because of the extra working 
day. For the 24 weeks of the current year the aggregate 
earnings of the four companies amount to £67,496,000, 
an increase of £1,771,000, or 2:69 per cent. This increase 
is made up of £113,000 from passengers, £1,083,000 from 
merchandise, and £575,000 from coal. Each of the four 
companies contributes towards the advance under each 
heading, and the principal increase is that of £610,000 in 
merchandise on the L.M.S.R. 


24th Week Year to date 





Pass., &e. Goods, &c. Coal, &«. Total Inc. or Dec.’ 
£ 


% 


° 
+ 140,000 4+ 892,000 4+ 3+*35 


L.M.S.R. 57,000 + 116,000 81,000 

L.N.E.R. 51,000 55,000 62,000 + 66,000 + 533,000 + 2-73 
GW ss 12,000 52,000 34,000 74,000 + 262,000 + 2-39 
S.R. -s 21,000 9,000 + 4,000 8,000 + 84,000 + 0-98 


London Transport receipts for the past week show a 
decrease of £18,200, but for the 50 weeks of the financial 
year there is an increase of £315,400. The Great Southern 
Railways (Ireland) is £1,864 up on the week, and £62,466 
up on the year to date. 

* * * * 


Great Southern of Spain Railway 

Working results of the year 1935 continued to be affected 
seriously by the withdrawal at the end of 1928 of the 
financial support previously accorded by the Spanish 
Government to meet burdens on expenditure arbitrarily 
imposed. On the report of a special commission, how- 
ever, the Minister of Public Works granted last Decem- 
ber limited financial aid to the extent of 120,000 pesetas. 
The hoped for revival in the iron ore traffic, on which 
this company’s revenue mainly depends, failed to 
materialise, and the tonnage of this commodity fell from 
136,456 tons in 1934 to 74,840 tons in 1935. Merchan- 
dise receipts also declined, as many reductions in tariffs 
had to be introduced in the endeavour to retain traffic 
against increasing road competition, Legislation has made 
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it impossible to reduce the establishment, either numeri- 
cally or in rates of pay, in relation to falling traffics. 


1935 1934 
4 4 

Passenger receipts .. as 13,993 13,733 
Merchandise receipts “ 52,160 61,982 
Mineral receipts - a 14,706 32,468 
Gross receipts r “ie 83,617 111,445 
Working expenses .. ni 108,946 120,140 
Loss on working ay 7 25,329 8,695 


From difference in exchange the railway received £11,063, 
which reduced the loss on working, but payment of interest 
on the first mortgage debenture stock has had to be 
postponed under the moratorium scheme. 


* * * * 


Overseas Railway Traffics 

Argentine railway traffics have been losing ground 
during the past fortnight except for increases of £720 on 
the Argentine North Eastern and of £2,730 on the 
Cordoba Central. In the first of the two weeks the 
exchange averaged 17-02 pesos to the £, against an average 
of 16-99 for the corresponding week in 1935, and for the 
second week the comparative figures were 17-02 and 17. 
During the fortnight the decreases have been: Central 
Argentine £41,408, Buenos Ayres Great Southern £23,983, 
Buenos Ayres & Pacific £18,059, and Buenos Ayres 
Western £17,498. On the Central Argentine return for 
last week there is a note ‘‘ Two feast days and one day’s 
rain. 


No. of Weekiy Inc. or Aggregate Inc. or 
Week Traffics Decrease lrattic Decrease 
£ 3 A £ 

Buenos Ayres & Pacific 50th 72,092 — 12,790 4,245,927 + 249,434 
Buenos Ayres Great Southern 50th 100,000 15,824 6,453,211 678,811 
Buenos Ayres Western .. 50th 41,951 8,049 2,266,066 17,498 
Central Argentine , 50th 102,256 — 26,388 5,858,830 — 240,915 
Canadian Pacific 23rd 477.400 + 19,800 10,694,600 4- 969,200 
Bombay, Baroda & Central India llth 247,875 14,175 1,888,275 151,500 


For the first 23 weeks of the current year the San Paulo 
(Brazilian) Railway registers an increase of £152,337. 


* * * * 


Mexican Railway Results 

Gross receipts of the Mexican Railway Company for 
the second half of 1935 improved by 11°8 per cent. in 
comparison with the second six months of 1934, and every 
class of traffic showed expansion. Working expenses, 
however, increased by 20°45 per cent., and the operating 
ratio rose from 91°64 per cent. to 99°3 per cent. Apart 
from the extra appropriations to reserve for special re- 
newals, the increase in expenses is principally due to 
higher wages paid under the agreement with the Union 
of Railwaymen. Net revenue for the half-year, at the 
standard rate of 18 pesos to the £, amounted io £4,567 
(against £29,667), but the final result of the half-vear’s 
working was a net debit of £83,579 which increases the 
total debit to £551,981. Some operating financial figures 
for the complete years 1935 and 1934 are compared here- 
with : — 

1935 1934 

Pesos Pesos 
3,193,173 3,079,653 
9,062,675 8,180,337 
Gross receipts 12,961,865 11,919,341 
Working expenses P 12,281,943 10,666,723 
Net receipts 6 my aM 679,922 1,252,618 


Passenger rcceipts 
Goods receipts 


Road competition from Zimapan direct to Mexico City 
has for some time past made the Pachuca-Tampico line 
an uneconomical proposition and it was decided to 
abandon the line. The permanent way has now been 
removed and the rails and sleepers recovered are being 
used for relaying the Puebla branch line. . 
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Great Western of Brazil Railway 


Bountiful crops, increased local prosperity, and the 
judicious use of competitive tariffs combined ing to 
this railway in 1935 an increase of 22-7 per cent. in ton- 
kilometres of goods and of 22-4 per cent. in the number 
of passengers carried. Low exchange rates were vever 
largely responsible for the meagre reward 1 ed in 
sterling in return for the service performed, an total 
net income of £107,685 was insufficient by £7,987 10 cover 
debenture interest, sinking fund and other cha . & 
strike for several days in November was settle con- 
cessions to the lower paid categories of the statf, and 
tariff adjustments were made to cover the cost. 

1935 34 
Kilometres open 1,742 742 
Passengers. . 3,121,101 2,548,621 
Tons of goods 1,546,546 | 349 


lon-km., goods and livestock .- 108,078,709 87,495,207 


Operating ratio, per cent a , 74°39 76°15 
f 

Passenger receipts a wi ee 95,636 03.035 

Goods receipts = ve eh oe 291,761 441.163 

Gross receipts o — ae at 419,572 178,774 

Working expenses . Pe ee 312,136 364.574 


Net receipts aa an 107,436 114,200 
A project for the regulation of all forms of transport is 
under the consideration of the Brazilian Chamber of 
Deputies. 

* * * * 


Pageant of U.S.A. Transport Progress 

During the past few years the American railways have 
realised the enormous publicity value of exhibitions of 
ancient and modern rolling stock, especially if presented 
in the form of a pageant such as that staged in 1925 in 
connection with the Stockton and Darlington Railway 
centenary. The foremost producer of such pageants on 
the other side of the Atlantic is undoubtedly Mr. Edward 
Hungerford, who was responsible for the Fair of the Iron 
Horse at Baltimore in 1927 and for the Wings of a Century 
display at the Chicago World Fair in 1933-4. We had 
the pleasure of meeting Mr. Hungerford during the G.W.R. 
centenary celebrations last year and learning from him 
some details of the plans he was then making for a new 
pageant entitled Parade of the Years which he is pro- 
ducing for the Great Lakes Exposition at Cleveland. 
This pageant, which will be presented for the first time 
on June 27, is an amplified version of the Chicago pro 
duction but with the focal point shifted to Cleveland, 
Ohio. An open-air amphitheatre, to seat 4,000, has been 
prepared, together with a stage 265 ft. wide. The parade 
will include 12 locomotives with their trains, ranging in 
period from veterans like the Tom Thumb and the De Witt 
Clinton, to the latest practice in steam locomotives from 
five representative U.S.A. railways The lines entering 
Cleveland have shown their faith in the scheme in the 
practical way of backing the exhibition financially, and 
we have little doubt that the venture will be attended by 
success similar to that which has greeted Mr. Hungerford’s 
previous enterprises 

* * * * 

Port of Bristol Authority 


Both in the number of vessels and in the register ton- 


nage using the Port of Bristol there was considerable 


expansion during the financial year ended March 31, 1936, 
and in these respects as also in the tonnage of foreign 
and coastwise imports and of coastwise exports, Bristol 
did considerably better than in any of the four preceding 
years. Tonnage of foreign exports was however less than 
in 1931-32 and in 1932-33. The gross revenue of £854,631 
was the best since 1931-32, and the amount of £319,600 
carried to net revenue account was higher than in any 
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of the previous four years. From dues on vessels and 
on s the receipts of £167,610 and £234,055, re- 
spectively, were also the largest of recent years, but the 
oross revenue Of £355,148 from the traffic and warehouse 
departments taken together, was lower than in any of 
the ious four years, except 1934-35. The revenue 
from discharging and unloading vessels, landing and ship- 
ping 00 was £254,354 (against £247,670 in 1934-35) 
and amount received from the railway companies in 
resp of interchanged traffic rose from £15,039 to 
£18,193, but warehouse rents, etc., fell from £87,687 to 
£82,601. With the aid of sundry credits and of £40,000 
from the general rate, interest and sinking fund charges, 
&c., are covered, and the sum of £10,000 is transferred 
to wal account, leaving a balance of £10,887 to be 


to the balance sheet. 


"1 
Caliit 


* * * « 


Permanent Way 

The origin of the term permanent way lies in the original 
method of railway construction. In order to move spoil 
from excavations to places that required filling, and to 
transport men and materials economically, railway con- 
tractors laid down rough lines which were colloquially 
known as overland routes, and which were, of course, 
taken up when the earthworks were finished and the lines 
which were to carry the regular traffic were laid down. 
The latter were known, in contradistinction to the overland 
routes, as the permanent way. In regard to the duration of 
life of materials comprising the permanent way, the term 
is a misnomer, because the running lines are probably 
the least permanent part of the whole railway equipment— 
or have been hitherto. Attempts have been made during 
the last few years, however, to provide a really permanent 
way. In America and on the Continent, concrete con- 
struction has been used experimentally, but although satis- 
factory in service, is very costly initially. It has been 
shown, however, that something much more permanent 
than we have been used to hitherto can be provided on 
the principle of the modern standard track used by the 
German State Railway Company. We described this 
briefly in our editorial entitled ‘‘ The German Railways 
Today,’’ in our issue of December 13 last, but may repeat 
that its essential feature is a track with fittings that do 
not work loose, and the sub-structure of which is so strong 
that the movement of traffic does not disturb it. 

* * * * 


More Continuous Rail Welding 

Among the latest railways to experiment in continuous 
rail welding is the Bessemer & Lake Erie, which has 
installed a test section a mile long on its main line near 
River Valley, Pennsylvania. The type of fastening used 
is the Geo, as used by the German State Railway and 
described in our issue of March 6. Thermit welding 
has been adopted—and incidentally it may be noted that 
the cost of Thermit welding falls rapidly with experience 
in carrying out that method; for example, in the earlier 
experiments on the Delaware and Hudson RR., described 
in our issue of March 6, the cost was $19.53, whereas 
in later work the cost dropped to $12. Very complete 
provision has been made in the B. & L.E. experiment 
lor observing the performance of the rail by means of 
permanent monuments and strain-gauge readings to record 
longitudinal and lateral movements and to determine the 
extent of the stresses that are induced by temperature 
changes. Observations subsequently to the completion 
of the work on November 9 last have indicated that th: 
Inaximum longitudinal movement has been 4) in. at the 
horth end and 43in. at the south end, the latter consisting 
of a contraction movement of .4, in. and an expansion 
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a's maximum variation from the 
original position being thus } in. The temperatures re- 
corded when these measurements were taken varied from 
5° F. to 77° F., whilst the lowest recorded temperature 
during winter was —20° F. Practically no lateral move- 
ment of the rails has taken place. A detailed description 
of the work is given in our American contemporary Rail- 
way Engineering and Maintenance for June. 


movement of .*, in., the 


* * * * 


Piston Rod Failures 

During the discussion on a paper entitled ‘‘ The Ser- 
vicing of Pooled Locomotives,’’ by J. N. Compton at 
a meeting in Buenos Aires of the South American Centre 
of the Institution of Locomotive Engineers, Mr. P. L. 
Falconer, of the Central Argentine Railway, referred to 
the subject of piston rod failures, to which the author had 
previously drawn attention. He remarked that for over 
ten years the Central Argentine Railway had used old 
axles normalised, and that not a single failure had 
occurred, although they had had two failures on new 
engines, both of them in a single bar type of cross-head. 
The filling up of the cone of the piston by electric arc 
welding had proved to be a likely cause of failure of 
piston rods. On this railway white metal, bronze, and 
cast-iron had been tried in aligning cross-head slippers, 
and it had been found that the cast-iron slipper with white 
metal inserts gave by far the best results and could run 
a distance of from 125,000 to 200,000 km. between general 
repairs without change. A further improvement recently 
fitted consists of a felt wiper at each end of each slipper, 
to retain the oil and wipe off the dust. Another point to 
which the author referred was grease lubrication, which 
had come in for a good deal of attention of late, and which 
had effected many operating economies. Its advantage 
lies in its easy application, and in the fact that it keeps 
the lubricant where it is wanted instead of spreading it 
over the wheels and motion, as in the case of most oil 
applications. As bronze bushes are generally used, free- 
dom from scoring and seizing is obtained only by main- 
taining the grease film, and quite a lot of damage can 
be done by a shortage of grease. 


* * * * 


A 2-6-2 Express Engine 

Tank engines apart, the 2-6-2 wheel arrangement has 
not found favour in this country, and even for tank engines 
is not common practice on British railways. For mixed 
traffic purposes, the 2-6-0 tender locomotive has much 
to commend it, but it is not easy to design a really ample 
boiler and firebox to meet modern conditions—wherein the 
demands for steam made by the necessarily large cylinders 
are at times very exacting—on the length of wheelbase 
afforded by this type A natural development that makes 
this feasible, is to extend the wheelbase by adding a pair 
of uncoupled trailing wheels, as Mr. Gresley has done in 
his new V2 class 2-6-2 engines, the first of which, No. 4771 
Green Arrow, has just been completed at Doncaster works, 
and is described and illustrated on pages 1176-1177. 
Whatever the conditions of working, in express passenger, 
excursion, or fast freight service, there should certainly 
be ample steam and to spare from the large boiler and 
firebox of this new engine. Apart from the wheel arrange- 
ment, the design represents a combination of features 
which have already proved efficient and successful in other 
classes of L.N.E.R. locomotives; for example the three- 
cylinder arrangement, with its efficient method of energis- 
ing the valve of the inside cylinder, and the wide firebox. 
On esthetic grounds the new engine has everything to 
commend it. 







































































World Railway Speed 


i. the final article of the series describing ‘‘ Railway 

Speed Developments in 1935,’’ which is found on 
page 1168 of this issue, various considerations of impor- 
tance are brought into prominence. In the first place 
it is made clear, beyond the possibility of dispute, that 
Great Britain, which first gave to the world the idea of 
railway transport, and for many years took the premier 
place in the matter of speed on rails, has now sunk to a 
third-rate, if not a fourth-rate position. In the aggre- 
gate mileage of runs booked at 60 m.p.h. and over, Great 
Britain ranks after the United States, France, and Ger- 
many; Britain’s fastest start-to-stop run achieved with 
steam, over one of the most perfectly-adapted routes 
in the world for high speed development, even in 1935 
took tenth place among the world’s fastest steam-hauled 
runs, and forty-fifth place among all runs, including those 
operated by diesel or electric power; in the matter of 
electric haulage, not a single British run could be cited 
that is performed at as much as 57 m.p.h. from start to 
stop, whereas the Pennsylvania Railroad alone showed 
5,794 miles eiectrically-hauled at over 60 m.p.h. As 
regards the high speed mileages of individual railways, 
distinct from those of entire countries, the mile-a-minute 
aggregates of four railways—two American, the German 
State system, and one French line of comparatively 
limited dimensions—preceded the two first British repre- 
entatives in the list. The further accelerations introduced 
in the 1936 summer timetables of Germany, France, and 
America have still further increased their lead over Great 
Britain. 

The second point of interest is the way in which the 
newer competitors of steam—diesel and electric propulsion 
—are rapidly overhauling the older mode of transport in 
high speed work. Steam is now responsible for only 
three-fifths of the world’s runs timed at over 60 m.p.h., 
three-fifths of those timed at over 64 m.p.h., and just 
over one-quarter of those timed at over 70 m.p.h. from 
start to stop. Diesel propulsion, on the other hand, 
chiefly by reason of the development of diesel units in 
Germany, can claim nearly three-quarters of the high 
speed runs made at above the 70 m.p.h. range. The 
meteoric rise of railway speed in Germany is well illus- 
trated in the graphs which accompany the article, show- 
ing how a single German run of 30 miles in length timed 
at over 58 m.p.h. in 1931 has by 1935 grown to over 
11,000 miles daily scheduled at above that speed. Most 
remarkable of all the figures cited in the article, perhaps, 
as an evidence of complete service acceleration compared 
with the speeding-up of selected flyers only, and also as 
an example of the putting to maximum speed use of a 
new electrification scheme, is the fact that 15 per cent. 
of the world’s aggregate mileage of railway runs made 
at over 60 m.p.h. in 1935 was achieved over the electrified 
225 miles of the Pennsylvania main line between New 
York, Philadelphia, Baltimore, and Washington. 

Such revolutionary changes witness to the determination 
of the railways concerned to provide the maximum speed 
that is economically possible over their metals consistent 
with safety. It is evident that this world-wide acceleration 
has not been achieved at the expense of safety, for there 
has been no marked rise, but rather a reduction, in the 
number of serious railway accidents during this five-year 
period in those countries in which the speed rise has been 
ine most marked. This in itself is clear evidence that 
careful preparation for high speed, in the matter of re- 
aligned tracks, remodelled signalling, and careful time- 
table planning, has preceded the vast improvements of 
service so brought about. In this country it is not a 
little disheartening, at the present time, that so far from 
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any corresponding preparation being made for generally 
increased speeds, engineering departments appear to be 
imposing large numbers of new service speed strictions 
at points where no limitation of speed has previously 
operated. Another essential part of high speed prepara- 
tion, in countries where it is being developed he full, 
has been the fitting of all goods wagons wit le con- 
tinuous brake, to permit of higher freight speeds, for. 
as we have previously emphasised, it is the lo oupled 
unbraked freight train rather than the high speed express 
that is one of the principal factors limiting speed d velop- 
ment over any given route. 
* * * * 


Railway Wages 
DEVELOPMENTS during the past week—some of them 


not entirely unexpected—have again brought the 
railway wage position prominently before the public and 


there has been much press comment, not all of it being 
well informed. Fortunately, however, and despite the 
use in some journals of such phrases as “‘ railway dead- 
lock,’’ there is no cause for anxiety that a crisis will 
supervene. In order that the position may be accurately 
appreciated a survey of the facts of the case seems 
desirable. In 1930 the railway companies sought relief 
from their labour costs and, in the light of the fact that 
the net revenue of the four companies for that year was 
£37? millions, the National Wages Board, in March, 1931, 


awarded certain pay cuts by way of a percentage deduc- 
tion from earnings and alteration in certain conditions 
of service. Part of the percentage deductions were re- 


moved by agreement between the parties in August, 1934, 
and last year the unions claimed that the remainder of 
the cuts should cease. Following a series of discussions 
the draft of a simple solution—albeit a costly one for 
the companies—emerged from a meeting .on March 235. 
This proposed to halve the existing deductions of 2} per 
cent. from all earnings with effect from July 1 next, and 
to leave existing conditions of service unaltered. The 
unions undertook to bring the proposed settlement before 
delegate conferences, and these bodies reached different 
conclusions. The unions made approaches to the com- 
panies asking for a betterment of the proposals, but 
the companies found themselves unable to improve the 
terms of the proposed settlement and so informed the 
unions. 

There have been suggestions in some quarters that as 
the cuts made in 1931 in the pay of Government servants 
have been restored, railway workers are entitled to have 
their application granted but, in reality, the relative posi- 
tions are quite dissimilar. The national financial crisis 
of 1931 has been resolved—although we are not over- 
looking the increase in income tax to be imposed by this 
year’s Budget—but the economic position of the railway 
industry remains one of difficulty. The companies’ net 
revenue for 1935 was £4? millions short of that for 1930 
and, logically, no improvement in railway wages can be 
justified until the companies’ revenues rise beyond the 
1930 figures. Nevertheless, the general managers were 
prepared to make some concession to begin to operate 
next month and, in arriving at this decision, they were 
probably influenced by a desire to effect a friendly settle- 
ment and to secure peace in the railway industry for at 
least twelve months. 

The concession proposed would cost over £1,000,000 
per annum and it would seem that these terms were 
not only reasonable but indeed generous, and that in 
announcing their willingness to make the concession the 
companies have gone to the utmost limits dictated by 
prudent management. The unions have been reviewing 
the position and are not likely to abandon their claims. 
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Proba they will submit the claims to the Railway Staff 
Nation! Council and, failing settlement by that body, 
will imably press the issues to the Railway Staff 
Natio! Tribunal. In such an event the new tribunal, 
establ ed by the agreement of the parties reached in 
Febru 1935, will receive its first test. The tribunal, 
whic! mprises only three independent members, is a 
far | cumbersome body than the former Railway 
Natio Wages Board, and its proceedings will be watched 
with erest, not only by the 400,000 railway staff 
affected by the claims and by a host of railway stock- 
hold but by the general public and especially by 
those who do not wish to see the tide of general trade 
recovery arrested by any interruption in a key industry. 
* * * * 
Paris, Lyons and Mediterranean Railway 


RE! LTS for the year 1935, as shown by the report, 
were more unfavourable than for the preceding year. 


This was due in the main to a further heavy fall in 
receipts which was only partially offset by the steps 
taken in 1934 and 1935 under the legislation in relief 
of the railways. In the gross receipts there was a de- 


crease of fr. 258,597,286, or 8°52 per cent., and expendi- 
ture was reduced by fr. 119,629,426, or 4:02 per cent. 
The operating results thus show a loss of fr. 82,761,105 
compared with net receipts of fr. 56,206,755 for 193 
After allowing for interest and other financial charges, 
amounting to fr. 873,205,938, the total deficit in 1935 is 
fr. 955,967,043, comparing with a deficit of fr. 839,170,196 
for 1934. Revenue from the property account amounted 
to fr. 11,928,401, a decrease of fr. 1,388,768 on 1934. 
The dividend is fr. 75 on each fr. 500 share, made up of 
fr. 55 from railway operations, fr. 15 from property 
account, and fr. 5 from hitherto undivided profits. 

In passenger receipts there was a decrease of fr. 
34,448,480, or 4:25 per cent., although the number of 
passengers carried at holiday periods was about the same 
as in 1934, and there was an increase of traffic to winter 
sports resorts due to the greater facilities provided by 
the company. A further proportionate decline in the use 
of first and second class carriages was shown in 1935 
when the number of passengers per 1,000 was 10 in the 
first class, 62 in the second, and 928 in the third, with 
receipts per fr. 1,000 of fr. 93 first class, fr. 245 second, 
and fr. 662 third. The corresponding figures in 1934 were, 
respectively, 11, 67, and 922 in numbers, and fr. 104, 
fr. 251, and fr. 645 in receipts. Development of the 
auxiliary motorcar services was limited by the slow pro- 
gress of the co-ordination plans. Nevertheless, the number 
of services increased to 90 on December 31, 1935, against 
65 at the end of 1934. These services covered 6,230,000 
km. (about 3,894,000 miles) and carried 3,780,000 pas- 
Passengers in the tourist car services showed 
little change at 288,000, but receipts fell off by 4 per cent. 
due to a slight reduction in fares, leaving a profit of 
only fr. 100,000. Receipts from express goods traffic were 
fr. 13,920,728 lower, despite an increase of 4-6 per cent. 
in fruit and vegetable traffic. Petite vitesse tonnages were 
down 6 per cent., and receipts therefrom were 12-43 per 
cent. lower. Passenger train-kilometres were reduced 1-5 
per cent., messageries train-kilometres 1:3 per cent., and 
petite vitesse train-kilometres 5 per cent. The accom- 
panying table compares some figures for 1935 and 1934. 

Of the total operating expenditure of 2,859 millions, 
the wage bill at 1,631 millions accounts for a little more 
than 57 per cent. The coal bill was 316 millions, or 
about 11 per cent. of the total, against 336 millions in 
1934. Of this saving of 20 millions, 17 millions represent 
the fall in fuel prices and 3 millions are due to reduction 


sengers. 
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in mileage. Other expenditure at 912 millions shows a 
reduction of 68 millions on the previous year. Rolling 
stock was increased during the year by the addition of 
1 diesel-electric shunting locomotive, 5 locotractors, 51 
passenger railcars, 4 parcels railcars, 1 second class sleeping 
coach, 6 vegetable wagons, 45 goods vans, 200 service 
vehicles and 83 containers. On the other hand, the 
company scrapped 12 locomotives, 12 tenders, 1 railcar, 
314 coaches, 7 express goods vans, 3,158 goods wagons 
and 8 service wagons. Contracts were given for 3 diesel- 
electric shunting locomotives, 9 locotractors, 2 trains com- 
posed of 9 steel coaches for suburban service, 30 railcars, 


3 wagons for heating purposes and 145 containers. 
1935 1934 
Average kilometres worked 9,949 9,949 
Total train-kilometres 106,845,334 109,617,037 
Passengers 81,044,878 84,723,611 
Tom, pw. .. a : 28,580,769 30,793,992 
Ton-kilometres, p.v. . 6,937,454,738 7,550,753,984 
Average haul, p.v. 242-73 km. 245-20 km. 
Operating ratio, per cent. 102-98 98-15 
Francs Francs 
Passenger receipts 772,476,746 806,925,226 
Other grande vitesse .. 500,710,407 514,631,145 
Petite vitesse .. . 1,470,121,943 —1,678,763,398 


3,035,037,043 
2,978,830,288 
56,206,755 


Total receipts sa .. 2,776,439,757 
Total expenses (net) . 2,859,200, 862 
Profit (+) or loss ( : 82,761,105 

In his address to the shareholders, M. André Lebon, 
President of the company, limited his remarks to answer- 
ing questions previously handed to him. In reply to a 
query concerning electrification, he said that the company 
did not intend to proceed with any further electrification 
at the present time. While the initial experiment with 
the 100-km. Chambery-Modane electrified section had 
been profitable, that was due to some years of “ effer- 
vescence ’’ which had been taken for prosperity. But 
now that traffic was declining and when everything was 
taken into account, electric operation was proving more 
costly than steam traction. As for the general electrifi- 
cation of the system, this was opposed by the military 
authorities. In these circumstances, electrification could 
be applied to only 700 km., and at the present period of 
very dear money it would be too costly. With reference 
to railcar working, M. Lebon said that it was not yet 
proved that this was an altogether desirable system. 
First of all, it was not yet known what would be the 
durability of this type of vehicle, and consequently its cost, 
sinking fund included, was also unknown. Also, it was 
found that further ¢xpenditure had constantly to be in- 
curred to assure the regular operation of railcars, and 
this added to the total cost of railway working. M. Lebon 
added: ‘‘ We continue to extend the use of railcars little 
by little, but I cannot assure you that we shall place them 
in service wherever there is a demand for them.’’ 


} . 


* * * * 


Doncaster Works, A.D. 1936 


THE part played by the L.N.E.R. Doncaster works in 

the development of the steam locomotive is honoured 
and of long standing, some of the most efficient and 
interesting engines used on British railways having been 
designed and constructed there. For several years past, 
progressive methods have formed the basis of the organisa- 
tion, and, particularly in the recent past, matters con- 
nected with locomotive design have gone ahead; the latest 
ideas have been embodied, including streamlining, the 
adoption of new wheel arrangements, improved boiler 
characteristics, and other features aiming at a_ higher 
standard of locomotive performance and greater adapt- 
ability of the engines for specific and difficult forms of 
service. In order to carry out a programme of this sort, 
it is, of course, necessary that the equipment of the shops 
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in respect of machine tools and other appliances should 
also advance along the path of progress. This, at times 
of economic stress, is not easily accomplished, the capital 
outlay being a matter of serious concern; it has, never- 
theless, been achieved at Doncaster, where the plant has, 
in many respects, been brought right up to date, as was 
at once apparent to the members of the Institution of 
Mechanical Engineers, when, headed by their President, 
Mr. H. N. Gresley, C.B.E., D.Sc., Chief Mechanical Engi- 
neer, L.N.E.R., they made a tour of both the locomotive 
and carriage shops last week. 

Without disparaging other establishments of the same 
kind, we should say that at the present time the Doncaste1 
works are more advanced in respect of new machine tools 
than is the case elsewhere; although, during his speech at 
the luncheon given by the company to the members of 
the institution in the Doncaster works on June 10, the 
Chairman of the L.N.E.R., Mr. William Whitelaw, was 
obviously far from serious when he remarked that even 
the oldest machine in the shops could boast only of a 
few weeks’ service, the wonderful display of modern 
machinery there exhibited was something for visitors to 
admire and those responsible to be proud of. Similarly, 
in the carriage works we find modern methods and plant 
to the fore, and the description of the works appearing on 
pages 1171-1172 of this issue will, although brief, suffice 
to show that Doncaster is now a very well equipped and 
thoroughly up-to-date railway works; in its partial re- 
organisation, much brain-power, ingenuity and money has, 
we do not doubt, been profitably expended. 


cd * x * 
Acetylene Welding Congress Reviewed 


HE appeal to railway engineers of the International 
Acetylene Congress which has just closed in London 
was wider than might at first sight appear. In addition io 
the seven papers summarised in our issue last week, there 
were others which dealt with subjects of fundamental 
importance to railway welding engineers, such as the 
training of welders, the effect of occluded gases on weld 
metal, and the incidence of residual stresses. Films were 
also shown, descriptive of many welding and allied pro- 
cesses. Engineers who study the published proceedings 
of the congress should be able to apply the knowledge so 
gained to a more ready solution of their welding problems. 
Even when allowance is made for an understandable 
amount of partisan spirit among those who contributed 
papers, it does appear that in all branches of welding other 
than the purely structural, the oxy-acetylene process 
deserves close attention. It is particularly adaptable to 
such work as the welding of light-gauge non-ferrous metals 
and the building-up of worn working surfaces or tool-tips 
with wear, corrosion, or heat resisting alloys. For these 
purposes both the blow-pipe and the spraying pistol are 
available. 

The gas-cutting torch is capable of further adaptation 
both in its own sphere and allied with electric welding—as, 
for instance, in the rapid preparation of chamfered joints 
and the cutting-out of intricate shapes for subsequent fab 
rication or repair by arc-welding. Any tendency, con- 
scious or otherwise, to regard the gas and electric processes 
as rivals can only retard the application of both methods. 
We may summarise our impressions of the congress by 
saying that the gas welding, cutting, and spraying pro- 
cesses will claim increasing attention in all spheres, 
perhaps especially so in permanent way problems. Their 
full value will be realised only in shops where the instal- 
lation of generating plant and supply lines is given the 
same scrupulous attention as other vital services such as 
power or heat supply. 
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Weber and Ampére 
Bright june 7 
To tHE Epitor oF THE RatLtway Gaz) 


Str,—Your correspondent ‘‘ Signalman ’”’ (T 


tAILWaAy 
GazettE for May 1, page 854) who is anxious t ow how 
the ‘‘ Weber ’’ was defined will find a referenc to it in 
the Proceedings of the Institution of Electrica iwineers 
Vol. 50, page 309. Speaking in 1912 on the y of the 
Electrotechnical Commission in the year 1881, | ssor S 
P. Thompson said ‘‘ The names of the electrical ohm, 
volt, coulomb, and farad—were agreed to, but the name of 
the unit of current was, on the motion of von Imholtz, 


changed from weber to ampere, in honour of e great 
French savant.”’ 
STUART MIALL 


Passengers on the West Coast Postal 


56, St. Mary’s Mansion 
Paddington, W.2 
June 10 
To THE Epiror or THE RatiLway GaAzetT! 

Sir,—In the editorial article on ‘‘ Conveyance of Letter 
Mails by Railway ’’ (June 5, page 1072) you mention the 
Euston and Aberdeen postal trains as ‘‘ devoted exclusively 
to Post Office business,’’ and state that the Post Office has 
‘ sole control and exclusive use’’ of them. But the down 
Postal carries a passenger portion between Stirling, Perth, 
and Aberdeen (off the 4.15 a.m. from Glasgow Central) and 
the up Postal similarly conveys passenger vehicles for 
Glasgow—usually limited to 4, and prohibited in the time- 
table from taking heavy luggage—between Aberdeen and 
Perth (in pre-war days between Aberdeen and _ Stirling). 
There are, of course, connections (purely postal trains) from 
Carstairs to Glasgow and Edinburgh, but it should be re- 
membered also that the down train on Sunday nights still 
carries a passenger portion from Euston to Carlisle (for 
Stranraer)—a facility long announced as ‘‘ by the courtesy 
of the Postmaster General’’ and now advertised as “ by 
special arrangement.’’ 

Some thirty years ago, the down Postal train was distin- 
guished by some of the fastest booked runs on the West 
Coast route. It had in those days a Carnforth to Carlisle 
(62-7 miles) start-to-stop booking in 70 min.—it now has 
105 min. non-stop from Preston to Carlisle—and 97 (now 99) 
min. from Perth to Aberdeen, where its arrival was 7.35 
as compared with today’s 7.52. This deceleration has 
narrowed the margins with the old ‘‘ Great North ”’ Elgin 
and Deeside trains (now 8.5 and 8.10 out of Aberdeen), 
which continue the Postal services north and west. 

It is interesting to note that the Glasgow-Aberdeen pas- 
senger service by the Postal (3 hr. 37 min. as against 3 hr. 
15 min. pre-war) is still the fastest daily train between the 
two cities. But the Postal will lose this distinction in July, 
when the removal of seven intermediate stops will bring the 
Glasgow-Aberdeen time by the 10 a.m. service down from 
3 hr. 42 min. to 3 hr. 12 min. 

Yours faithfully, 
R. E. CHARLEWOOD 








IMPORTANT RAILWAYS INCORPORATED IN 1836.—On June 21, 
1836, an important group of railway Bills received the Royal 
Assent as Acts of William IV. These included the incorpora- 
tion of the South Eastern; Taff Vale; Newcastle & North 
Shields: Midland Counties; York & North Midland; Hull 
& Selby : Cheltenham & Great Western Union ; and Birming- 
ham, Bristol & Thames Junction Railways. The last-named, 
of course, became the West London and is the only one of these 
1836 undertakings to have survived to the present time as 4 
separate entity ; it is now a joint L.M.S.R. and G.W.R. line. 
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PUBLICATIONS RECEIVED 


Les Chemins de fer aux Prises 
la Nature Alpestre (Railways 


= ile with Nature in the Alps). 
By Pi Brunner. 1935. Grenoble : 
\jlier Pére et Fils. 10 in. 63 in., 
333 pp. With numerous photographs, 
sketch vrams and maps. Price not 
stated lany persons interested in 
railwa gineering and working find a 
special traction in the achievements 
by wl mountainous districts have 
been provided with rail communication, 
and 1 many remarkable works, in 
parti the viaducts and tunnels, by 
which the formidable obstacles to free 
transit which those regions long consti 
tuted ve been successfully overcome. 
To th the present volume cannot fail 
to make a strong appeal. The author 
deals roughly with the subject in a 
moderate space, bringing together a 
great quantity of general and statistical 


information in a manner which sustains 
the reader’s interest from first to last. 
He defines the Alpine region as bordered 
by a line beginning at Nice in the south- 
west, passing westward of the Cabre and 
Croix Haute districts to Aix, Annecy 
and Evian, thence to Thun, Lucerne, 
and Bregenz. From there it follows the 
Austro-German frontier, a little to the 
north, as far as Salzburg, then crosses 
Austria via Hofstetten to Vienna, 
whence it runs southwards east of the 
Semmering Pass to Graz, into 
Jugoslavia near Maribor (Marburg), 
turns westward to enter Italy below 
the Wochein tunnel, and reaches Verona. 
It then turns north-west to Como, and 
bends round west of Turin to reach Nice 
again after a slight eastward deviation 
through Savona. 

The area thus defined includes all the 
better-known routes, such as the Mont 
Cenis, L6tschberg, Simplon, Gothard, 
\rlberg, Brenner and Semmering, with 
some off the ordinary beat of tourist 


passes 


trafic from this country, such as the 
Karawanken and Wochein. Probably 
no similar area elsewhere contains so 


much of varied interest for the railway 
student. 

The book opens with an_ historical 
account of the development of the 
various lines, and classifies them accord- 
ing to their purpose, with an analysis 
of the different kinds of traffic to be 
catered for. Cable suspension ways are 
not included. Topographical details 
are then considered, together with their 
influence on railway building, the diffi- 
culties encountered during construction, 
or later in keeping the lines working, 
and details covering the dimensions of 


engineering works, bridges, viaducts, 
tunnels, retaining walls, snow sheds, 


&c. Particulars are also given of the 
more serious troubles experienced, due 
to landslides, falls of rock, snow, ava- 
lanches and floods, which make it a 
matter for congratulation that there 
have been so few really serious accidents 
on the Alpine railways. After every 
climatic and natural circumstance has 
been considered, the operation of the 
lines is reviewed, with notes on fares, 


costs, speed, loads, accidents, locomo- 
tive power (steam and electric), and 
particulars of the passenger and goods 
trains run on the various sections. Motor 
competition is discussed. 

An excellent bibliography concludes 
the book. The photographic illustra- 
tions are clear and well selected, and all 
but two of the black-and-white illus- 
trations in the text are by the author 
himself. 


of Air-Conditioning. 
By Maurice K. Fahnestock. Reprinted 
from ‘‘ Coal Heat,” July, 1935. The 
University of Illinois. 9 in. x 6 in. 
15 pp. Line diagrams. Paper. Price 
15 cents.—As a summary of the findings 
of the Illinois University, which has 
been investigating the practicability of 
air-conditioning for private houses, this 
little bulletin, written by an assistant 
professor of mechanical engineering, is 
particularly informative. The aim in 
view is the same whether it be a railway 
carriage or a private house which must 
be air-conditioned, and this aim is well 
presented by Fig. 2, which is a reproduc- 
tion of the comfort or effective tempera- 
ture chart of the American Society of 
Heating and Ventilating Engineers. 
Information is given relative to the 
measurement of the quantities plotted 
on this chart, and a description is given 
of the instrument necessary for the 
accurate determination of wet and dry 
bulb temperatures. The figures for the 
refrigeration load, being taken from ex- 
periments on a fixed residence are not 
of much value in application to train 
air-conditioning, because carriage con- 
struction differs from house construc- 
tion, and this, together with the motion 
of the carriage through the air, will have 
an effect on the influx of solar and 
atmospheric heat. But the relation 
obtained between the refrigeration load 
and the time of day possesses interest, 
and the experiments with awnings, and 
with night air utilisation, may suggest 
methods for reducing the refrigeration 
loads encountered on the railway. 


Essentials 


Rambles Around the Cambrian 
Coast. By Hugh E. Page. London: 
Great Western Railway, Paddington 
station. 7}in. x 4#in. 125 pp. Illus 
trated. Folding map. Price 6d.—This 
attractive little booklet, convenient in 
size for the pocket, describes in detail 
about 280 miles of rambles and walking 
tours over the hills and through the 
valleys on the western seaboard of wild 
and romantic Wales. Anyone fond of 
the splendours of nature who is still 
seeking inspiration for a summer holiday 
need do no more than procure ‘‘Rambles 
Around the Cambrian Coast.’’ As Mr. 
Hugh E. Page, the author, suggests in 
his preface, the best method of covering 
the district is to buy a ten-shilling weekly 
holiday season ticket which covers all 
the stations used except those on the 
Devil’s Bridge narrow gauge line. Alto- 
gether 20 separate rambles of varying 
length are described, and each is accom- 
panied by an _ explanatory § map. 
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Throughout half-tone illustrations are 
interspersed amid the text to provide 
the reader with some little conception of 
the beauties that he may expect to find 
in the course of his rambles. A folding 
key map showing the relative positions 
of all 20 routes is attached to the back 
cover. 

Stainless Steel Products.—Firth- 
Vickers Stainless Steels Limited, Stay- 
brite Works, Sheffield, sends an illus- 
trated catalogue showing many domestic 
applications of Firth Stainless and Stay- 
brite steels. Several examples of 
tubular steel furniture are included, of 
the type now being widely adopted for 
buffet and restaurant cars in _ this 
country and abroad. Staybrite and 
Firth Stainless steels are solidly stain- 
throughout. Staybrite itself is 
steel alloyed with about 18 per cent. 
by weight of chromium, and 8 per cent. 
of nickel, imparting a polished, un- 
tarnishable surface highly resistant to 
corrosion. 

Tangye Activities.—Tangyes 
Limited, of Cornwall Works, Birming- 
ham, a firm which is now working at 
high pressure on home and _ foreign 
orders for pumps, oil engines, and 
hydraulic machinery, sends us an 
illustrated booklet compiled to show 
the extent of its products. Diesel 
engines appear in both horizontal and 
vertical types, and with rated outputs 
of from 8$ to 170 b.h.p. A compact 
pattern of diesel-driven direct-coupled 
28-kW generating set is shown ; several 


less 


of a similar type have been installed 
at the Laingsburg power station, South 
Africa. Hydraulic 
pumps and pumping plants, and miscel- 
laneous workshop lifting tackle are other 
items represented. 


presses, pressure 


Hydraulic Universal Grinding 
Machines.—A set of leaflets, adapted 
for loose-leaf binding, has been pub- 
lished by the Churchill Machine Tool 
Co. Ltd., Broadheath, Manchester, de- 
scribing a range of universal grinding 


machines with hydraulic table tra- 
verse. The three sizes give 10-in. 
swing, 12-in. and 16-in. swing, and 


20-in. swing. There are no gearboxes, 
but drive to the workhead is from a 
variable-speed motor with push-button 
control. Similarly, continuous varia- 
tion of speed from 6 in. to 240 in. a 
minute is afforded by the hydraulic 
table traverse. All machines are fully 
self - contained, comprising individual 
motors for the wheelhead and work- 
head, for the hydraulic pump, and for the 
coolant. Full equipment is given for 
wet grinding. 


Coming Events in France.—The 
London office of the Paris, Lyons and 
Mediterranean Railway, at 179, Picca- 
dilly, W.1, calendar of 
coming events of tourist, sporting, 
artistic, religious, and commercial in- 
terest in France up to November this 
year. It is published by the Centre 
National d’Expansion du Tourisme, du 
Thermalisme, et du Climatisme, and has 
a thumb index to the various sections 
indicated. 


sends us a 
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THE SCRAP HEAP 


As a checker on the Southern Rail- 
way, ex-Corporal William Jarrett, of 
the 17-21st Lancers, lay dying in West 
Kent Hospital, Maidstone, he was 
visited by the Duke of St. Albans. 
They had corresponded since they first 
served together in the Army more than 
40 years ago. As soon as the Duke 
heard of Jarrett’s illness he wired that 
he would come to Maidstone. He 
reached the hospital before Jarrett died 
and sat by his bedside. 

: * * ” 
LORD INCHCAPE AS RAILWAY DIRECTOR 

In July, 1918, Lord Churchill asked 
him (Lord Inchcape) to join the board 
of the Great Western Railway Com- 
pany. He was pleased by this fresh 
interest, for he liked Lord Churchill 
as a friend. Nor had he become too 
serious to remember his early pleasure 


over trains. He exploited his new 
office by riding sometimes on the 
engine. There is an attractive story 


of his arrival by train one night to 
join his wife in a country hotel. (He 
had been forbidden to ride on the 
engine because of the danger to his 
health.) He hid his hands on arrival. 
But there were smuts on his face and, 
like a naughty boy discovered in a 
prank, he was sent off to wash. But 
the railways were no more than an 
interlude. Lord Inchcape turned back 
to his pet grievance, and the Govern 
ment departments continued to be the 
scapegoats of his discontent.—From 
Lord Inchcape’ by Hector Bolitho, 

a romance of Shipping and Finance. 
(John Murray). 
x * * 

DIPLOMATIC RAILWAY DELEGATES 

In the early age of railway construc- 
tion, large landowners were often 
strongly prejudiced against the new 
form of locomotion, and some of the 
early surveys were carried out with 
extreme difficulty. In this connection 
a very good anecdote is told of Frederick 
Swanwick, the railway engineer, when 
making a survey in the neighbourhood of 
Wakefield for a projected railway. One 
of the alternative routes proposed 
required to pass through the park of the 
famous naturalist Waterton. It was, 
therefore, thought necessary to obtain 
his consent to the line, and Mr. Swan- 
wick, accompanied by the _ railway 
solicitor, proceeded to call on him 
Their ring at the door brought Mr. 
Waterton in person, thus leaving them 
10 opportunity of giving their names. 
** We have come,”’ said the solicitor, ‘‘ to 
ask for your approval and support of the 
line, Mr. Waterton, what answer may 
we give ?”’ “ Say,” he exclaimed, “‘ that 
I am damnably opposed to it.’’ “Is 
that the answer you would wish me to 
record ?”’ said the solicitor with suave 
courtesy. ‘‘ Well,”’ said Waterton, “‘ if 
you would promise to smash up that 
damned canal near my park gates, I 
might give you my support.” Mr. 
Swanwick intimated that they could 
not undertake to ruin the canal, but 


pointed out that the railway in due 
course would prove a formidable rival. 

On being shown the plans, Mr. 
Waterton was surprised at seeing a 
survey across his park included and in 
a very angry voice he said, “‘ I have been 
told that Mr. Swanwick and his men 
were actually in my park making a sur- 
vey. If I had seen him, I would have 
shot him.’’ Thereupon the solicitor, 
with courteous ceremony, said, ‘‘ Allow 
me to introduce you to Mr. Swanwick.” 
At this Waterton recovered himself, 
and adopting a more conciliatory tone 
said, ‘‘ Well I cannot tell what I might 
not have done. I was so enraged at the 
thought of a railway coming through 
my park, where no gun is ever heard, 
and where my birds live as securely as 
in the heart of a primeval forest.’ 
Waterton then proceeded to show his 
visitors his interesting collection of 
stuffed birds and animals, and needless 
to say before the railway delegates left 
they had obtained his complete approval 
to the line, which actually was never 
adopted. 

* * * 

The laying of the rails being in: such 
a forward state as to permit it, con- 
tracts are entered into for the supply 
of locomotive power, and here great 
difficulties are encountered, as_ the 
engine manufacturers have more orders 
than they can execute, and the engines 
themselves are exceedingly variable in 
quality, from the want of experience 
in their construction. The engines are 
upon the high pressure principle, but 
with such improvements in the boilers 
as to diminish any danger; they run 
upon four or six wheels, and weigh 
about twelve tons, and, with a tender 
carrying fuel, and weighing 5 tons, 
cost about £1,700, and their annual 
repairs about £800. Their consump 
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tion of coke is about 600 lb. per hour 


and they will on a level le carry 
from 100 to 240 tons at 10 12 miles 
an hour, with a steam pressure of 50 
Ib. to the square inch. Th ithamp. 
ton engines go at the rat 28 miles 
an hour.—From Wyld’s “ Loudon and 
Southampton Railway G " pub- 
lished in 1839. 

Contemporary London South- 
ampton locomotives were Lark, 
the oldest engine owned b: € com- 
pany, a single-drive four-w] r built 
by Edward Bury and bought from the 
contractors; the Garnet, a 2 xpress 
locomotive built by the Rennies: and 
the Pluto, a Sharp’s sta: | 0-4.9 
goods engine. Eight years ter the 
opening, a record was set up by the 
Fairbairn engine Elk (built 1843), 
which hauled a_ special train from 
Southampton to Nine Elms, Vauxhall, 
in 93 minutes, or at an average speed 
of 50-3 miles an hour. This paved the 
way for a regular 110-minut hedule 
between Waterloo and Southampton in 
1848, then the fastest regular booked 
run in the world. The Elk was at 
work until 1872. 

* * * 


Throughout his life Tennyson was 
abnormally short-sighted, and the 
genesis of that sonorous line in 
‘‘ Locksley MHall,’’ ‘‘ Let the great 
world spin for ever down the ringing 
grooves of change,’’ is an odd instance 
of his deficiency. In the very early 
days of railways he came across, for 
the first time, one of the newly laid 
lines of rails, and did not perceive that 
they were metals laid upon the earth, 
but thought that they were parallel 
lines of grooves cut in it. The mis 
taken image sank into his mind, and he 
used it in his poem. But what did 
that matter? A fine line of poetry 
was worth more than the truth about 
the railway line.—From “As Ws 
Were,’ bv E. F. Benson. 





Every mile of the old Central Pacific Railroad, the western link of the first 
United States transcontinental line, and now part of the Southern Pacific 
organisation, was inspected by the Government Railroad Commissioners. This 
picture, taken at Argenta, Nevada, on February 9. 1869, shows Commissioners 
Clements and Blinkendoffer sitting on the pilot seat of locomotive “ Falcon 
covered with a buffalo robe 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


BRAZIL 


Kilometrage of Railways 


At e end of 1935 the total extent 
of railways in Brazil was 33,286 km., 
in il ase of 180 km. in comparison 
with 1934. The lengths of the various 
systems were as follow :— 

System Km. 

Réde Mineira de Viagao _— sais 3,782 

E.1 ntral do Brasil ee aoe 3,150 

Le lina Railway ... a oa 3,086 

Vv. I ea do Rio Grande do Sul. ... 3,024 

V. Ferrea Federal do Léste Brasil 

é ‘ on Jes 2 336 

E.F, Sorocabana atl jee 2,092 

E.F, Sao Paulo/Rio Grande ata 2 006 

Cia. Mogvana de Estradas de Ferro 1,958 
Great Western Railway of Brazil ... 1,742 
Cia. Paulista de Estradas de Ferro 1,497 

Réde de Viacéo Cearense ... sme 1,368 

E.F. Noroeste aes =e — 1,366 

fotal (principal systems)... 27,407 

Add total length of minor systems 5,879 


Grand Total 33,286 


[he States best served by railways 
at the present time are the following : 


Name of State Km. of 
Railway 
Minas Geraes 8,000 
Sao Paulo — 7,269 
Rio Grande do Sul 3,150 
Rio de Janeiro 2,684 
Bahia rer vas Sie 2,150 
Parana sos ror nen 1,460 
Ceara .«.. She 1,240 
Santa Catharina nas 1,460 
Matto Grosso ve ee 1,171 
Pernambuco ... tons aa 1,052 
Espirito Santo is _ 774 
Total ... , 30,410 


EGYPT 


Railway Developments during 
the Reign of King Fuad I 

During the twenty years’ reign of His 
iate Majesty King Fuad I there were 
many important railway developments. 
A number of new lines were built; the 
Cairo-Suez direct line was opened; cer- 
tain single lines were converted to 
double; and the narrow gauge Upper 
Egypt line between Luxor and Shellal 
was converted to standard gauge. Sig- 
nalling was developed on an extensive 
scale; stations were remodelled and, in 
some cases, completely rebuilt, notable 
examples being Alexandria, Tanta, and 
Aswan. Three new Nile bridges were 
built, namely at Imbaba, Disiq and 


Idfina. Coincident with the _ Inter- 
national Railway Congress in Cairo, 
early in 1933, the Railway Museum 


there was opened by King Fuad. Im- 
portant developments on the traffic side 
included the extensive use of railcars, 
both steam and diesel; the introduction 
of Pullman cars; and the running of 
special excursion trains. On the goods 
side containers have been brought into 


service, as well as collection and de- 
livery vans for parcels traffic in Cairo 
and Alexandria, a complete innovation 
for Egypt. 


INDIA 


Road and Railway Transport 

Sir Guthrie Russell, Chief Commissioner 
of Railways, recently met at Bombay 
the Agents of the G.I.P., B.B. & C.I. 
E.I., M & S.M. and N.W. Railways, 
to discuss the financial position of the 
railways with special reference to road- 
rail competition. The conference will 
enable the Chief Commissioner to pre- 
sent the railway case in all its bearings 


at the forthcoming meeting of the 
Transport Advisory Council in July 
next. 


Control of Road Traffic Essential 
Sir Guthrie is emphatically of opin- 
ion that the problem will never be 
solved unless motor transport in India 
is brought under control. The rail- 
ways have been severely hit by the un- 
economic competition of road _trans- 
port, and it is imperative, in the 
interests of the country generally, to 
formulate without delay a co-ordinated 
scheme of transport in which road 
transport and railways will each have 
separate well-defined _ parts. The 
present position is not only doing seri- 
ous harm to railway finances, but is 
also harming people who would be pre- 
pared to run really efficient road ser- 
vices. The railways have provided 
more frequent services by the introduc- 
tion of additional steam trains, light 
trains and diesel-electric, petrol and 
Sentinel railcars. Rates and fares have 
also been reduced in a large number 
of cases. These measures have met 
with much success, but Sir Guthrie 
Russell thinks that the effective solu- 
tion of the transport problem lies in 
the control of road motor transport, 
which should be compelled to adopt 
and maintain a reasonable level of 
rates and fares. Without such control, 
Sir Guthrie has grave doubts of the 
ability of the railways to improve their 
services and give further facilities to 
passengers and to the trade. 


Freight Lorry Competition 

Another aspect of road-rail competi- 
tion which the Chief Commissioner dis- 
cussed with the Agents relates to the 
increasing penetration of road motors 
into the transport of goods. Goods 
transport by road has, hitherto, been 
limited to high-rated traffic; but it is 
now found that, by overloading, lorries 
can also cut into lower-rated traffic 
such as_ grains. The unrestricted 
growth of such competition is likely to 
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result in the railways becoming a bur- 
den on the general revenues of the 
country. The Chief Commissioner also 
discussed with the Agents questions re- 
lating to the acceleration of goods trans- 
port and the improvement of the sys- 
tem of collection and delivery at differ- 
ent stations. Sir Guthrie believes that 
with an equitable distribution of func- 
tions, road and railway transport can 
both thrive side by side. 

It is noteworthy also that Sir Guthrie 
Kussell’s views are endorsed by the 
General Secretary, Indian Roads and 
Transport Association, who asserts that 
the sooner the role of each form of 
transport is clearly laid down the better 
for everybody, but it is recognised that 
the railways must remain the princi- 
pal means of communication. The 
Chief Commissioner’s suggestions for 
the control of motor transport have the 
support of the association, as it is felt 
that there is ample scope for improve- 
ment of motor transport, which is not 
possible under the existing haphazard 
system of bus operation. 

Sir Guthrie Russell affirmed that the 
Government had under consideration 
Sir Otto Niemeyer’s recommendation 
that railway expenditure should be 
thoroughly overhauled. In the matter 
of staff reduction, the railways were 
about to retrench a certain number of 
their staff, but if railway revenues con- 
tinued to drop further drastic retrench- 
ment would be forced upon them. 


Collision on the East Indian 


Railway 
On the night of May 23, a 
collision occurred on the South 
Bihar section of the East Indian 


Railway between a passenger train and 
a goods train, resulting in injuries to 
eight passengers and the fireman of the 
passenger train, and to two porters and 
the guard of the goods train. The 
engine of the passenger train was de- 
railed and the last three vehicles of 
the goods train capsized. There was, 
however, no serious dislocation of 
traffic. 
Railway Ticket Fraud 

A Burdwan magistrate recently con- 
victed 14 men to varying terms of 
imprisonment on a charge of entering 
upon a conspiracy to cheat the East 
Indian Railway by the use of faked 
and expired railway tickets. The 
modus operandi of the conspirators was 
to obtain from dishonest railway staff 
expired-date tickets, on which the 
original dates were removed and fresh 
dates stamped. These were sold at re- 
duced rates. 


Monsoon Floods 


The early burst of the monsoon has 
ushered in a period of anxiety for the 
railways, though so far the damage has 
not been serious. On the Assam-Bengal 
Railway, a bridge was reported to 
be temporarily under water. There 
was a serious rise in the level of the 
River Brahmaputra and areas in 
the Gauhati district were inundated. 
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Owing to cyclonic conditions on 
May 26, the E.B.R. ferry service 
between Teestamukh Ghat and Baha 
durabad was suspended for eight hours. 
The Bengal & North Western Rail- 
way line near Darbhanga has been 
breached. In Burma, the approach to 
a bridge on the Kyaukpadaung branch 
was washed away, causing dislocation 
of traffic for three or four days, during 
which period only mails and light par 
cels could be transhipped at the site 
of the breach. 


NEW ZEALAND 
Railways and Roads 

By the purchase of three key road 
services in the South Island, the 
Government Railways have secured 
complete control of all the licensed 
road vehicles operating in the southern- 
most portion of the island. This will 
enable road and rail services to be 
better co-ordinated throughout the 
Southern Lakes area, comprising Lakes 
Wanaka, Wakatipu, Te Anau and 
Manapouri, and the Eglinton Valley 
Milford Sound road route. The whok 
area of Otago and Southland is now 
covered by road and rail routes, over 
which the Railway Departmerit will 
continue to provide adequate and im 
proved transport facilities. These will 
include the use of modern tyves of 
road and railway vehicles, and a co 
ordination as between road _ passenget 
services and railcar and steam services, 
thus avoiding wasteful overlapping and 
at the same time giving a better service 
in this great tourist area. 


Increased Traffic in North Island 

At Frankton Junction, the rail centre 
of the major North Island lines—run 
ning north and south, and into the 
East Coast districts—-there have been 
substantial increases in practically all 
phases of transport during the year 
ended March 31, 1936. At this station 
there is now a daily average of 
110 trains, or a train for every twelve 
minutes of the day, arriving and de 
parting, and the yard staff has to 
deal with an average of 150,000 tons 
of goods a week. Nearly 2,500 wagons 
are moved every day in coping with 
the traffic. 

Auckland Now Handling it with 

Difficulty 

More recently at Auckland so much 
freight has been offering that the rail 
ways have been fully extended to carry 


it During the Easter week-end, the 
hands employed at the Otahuhu rail 
way workshops had no holiday: in 


deed, in some departments they 
worked in shifts the whole 24 hours, 
in order to repair and put back on 
the road the much-needed freight 
wagons. Even so, there were not 
enough wagons available to carry im 
mediately the cargoes that were piling 
up in the goods sheds. In addition to 
very heavy importations of artificial 
manures, and increased local demands 
for coal wagons (which can be used for 
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either purpose), the wool crop has been 
heavy, and there has been a marked 
revival in the building trades. Pro- 
duction of all sorts of primary produce, 
such as fruit and vegetables, has in- 
creased, and, with the re-employment 
of city workers, there has been a 
demand for these commodities at profit- 
able prices. 


Rotorua Line Improvements Effect 
Locomotive Operating Economies 

With the completion of the 
strengthening of the steel members of 
the Hamilton bridge, 88 miles from 
Auckland, new locomotives of the K 
type will be used for both passenger 
and freight services between Hamilton 
and Rotorua. This will enable con- 
siderable economies to be made in 
haulage and will reduce the number 
of freight trains, in addition to coping 
adequately with passenger traffic to the 
thermal regions during the rush periods. 
Ihe load limit of the Ab engines at 
present in use on this run is 230 tons, 
whereas the K type takes 380 tons. 
Banking will be eliminated and the 
added power obtainable on the steep 
grades in the vicinity of Putaruru and 
Mamaku will make accelerated services 
possible. A considerable section of the 
line between Hamilton and Rotorua has 
also been relaid. 


RHODESIA 


Railway Debentures Conversion 

fo reinforce the economies aimed at 
by legislation following the railway 
igreement of May, 1934, between the 
Rhodesia and Mashonaland Railway 
Companies, and the Governments of 
Southern and Nerthern Rhodesia and 
the Bechuanaland Protectorate, the 
railway users agreed to the building up 
of a larger reserve account, together 
with a rates stabilisation fund. This 
was to assist the railway companies to 
pay off the existing debentures—ap- 
proximately £22,000,000—by a con 
version scheme at a lower rate of in- 
terest, and by the amalgamation of the 
two companies with resultant reduction 
of costs In view of the present 
favourable state of the money market 
in London, some comment has arisen 
in Rhodesia at the delay of the railway 
companies in arranging the debenture 
conversion, with the result that the 
Southern Rhodesia Government was 
isked in the Legislative Assembly to 
make a statement on the matter. 

On the return of the General Manager 
of the railways from England, an an- 
nouncement was made in Parliament 
early in May on the reasons for the 
delay. The Minister for Mines and 
Works stated that when the aspects of 
the conversion were examined by the 
railway companies, it was discovered 
that there was some doubt as to 
whether certain clauses in an agree- 
ment of 1894, under which a part of 
the main line in British Bechuanaland 
(now part of the Union of South Africa) 
and the Bechuanaland Protectorate 
was built, did not operate so as to 
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give jointly to the Government of the 
Union of South Africa and t} imperial] 
Government an option to hase a 
large section of that line at ost of 
construction. If this interp: nN was 
upheld, the effect would | it the 
Vryburg-Mafeking-Palapye Sey 
tion of the line, over which t! rings 
amount to an approximate 1 venue 
of £150,000 a year, could bk ropri- 


ated at a relatively small s 


Refusal to Waive Expropri:tion 


Rights 

It was obvious, therefore t the 
debenture conversion to a k te of 
interest would be very much pered 
so long as a highly profitab tion 
of the line remained subject eXpro 
priation at a low figure and short 
notice. Efforts were made th by 
the railways and the — Rhodesian 
Government to obtain a wai f the 
option for long enough to r the 
life of the proposed new < nture 
issue, but the South Africar ern 
ment would not forego an *hts 
whatever they may be, under | 1894 
agreement. The resultant ition 
was that if at present half the proposed 
issue was guaranteed by the British 
South Africa Company, th mey 
might be obtained at a low 1 but 
the balance of the issue, without any 
guarantee, and having regard to the 
possible expropriation of a portion of 
the line, would undoubtedly have to 
carry a much higher rate of interest 


Government Considering New 


Proposals 

It was stated that a conversion 
scheme on the foregoing basis had been 
estimated to realise a net savii of 
ibout £143,000 per annum, and _ that 
saving would be more than counter 
balanced if the Vryburg-Palapye Road 
section of the line was at any time 


expropriated. Negotiations have there 
fore been in progress on this important 
question, and new proposals have been 
submitted to the Government by the 
London board of the railways. Thes 
proposals suggest that the Government 
should participite to some extent in 
guaranteeing the interest on a_ new 
debenture issue in order to enable the 


conversion to be made at a relatively 
low rate of interest on the whole issue. 
Consideration is now being given to 
these proposals, and a Government 
statement on the position will be made 
as soon as possible. 

The section of line referred to above 
forms part of the Rhodesia Railways, 
although it was originally operated on 
their behalf by the Cape Government 
Railway, which was absorbed in 1910 
into the South African Railways. The 
line forms the only through rail, con- 
nection between the Union and the rail 
way systems running into Central 
Africa through the Rhodesias to the 
Belgian Congo and Angola, on the west 
and to Nyasaland and Mocambique on 
the east, and was originally constructé d 
as a link in the late Cecil Rhodes’ 
visionary Cape-to-Cairo railway. 
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sry H RAILWAY STATISTICS “The Railway Gazette’? monthly table for Feb., 1936, as compared with 
BR 3 Il IS Feb., 1935, compiled from the Ministry of Transport Statement No. 195 
Description Great G.W.R. L.N.E.R. L.M.S.R. S.R. 
Britain* 
Pass [RAIN TRAFFIC 
\ r of pass. journeys (ex, season ticket holders) 93,987,291 6,323,527 13,270,403 21,261,509 15,456,257 
Increase ( ) or decrease ) Pe ree 7,835,282 286,632 1,243,231 1,725,729 933,993 
P r receipts (excluding season ticket holders) {3,053,155 {372,779 £598,187 £918,819 £634,918 
Increase (+) or decrease ( £272,860 {27,654 {62,776 £83,348 £48,836 
S ticket receipts : ae £697,851 {42 332 {115,336 £186,314 £222,069 
Increase or decrease a os 410,883 £3 £1,394 £3,333 £10,493 
ind misc. traffic receipts (excluding parcels 
* 7 a aos (933,760 £169,794 (294,641 (346,628 £105,806 
Increase . or decrease ( £6,060 £877 £10,467 £14,441 £3,312 
FR TRAIN TRAFFIC 
| t traffic (tons) (excluding free-hauled 2,815,214 5,102,560 10,404,866 10,951,287 1,424,861 
Increase or decrease | = 558,948 127,115 502,898 458,948 38,998 
N miles (excluding free-hauled .. a ..| 1,335,655,496 238,802,689 446,323,886 556,674,510 55,816,707 
Increase (+) or decrease ( ie : 93,920,740 13,399,867 33,921,793 42,512,207 1,362,222 
\ length of haul (miles) (excluding free-hauled 58-54 46-80 42-90 50-83 39-17 
In rease or decrease { 2-75 3-70 1-25 1-83 | 0-12 
By t traffic receipts sh 7,126,734 41,173,000 £2,348,000 £2,987,000 £386,759 
Increase or decreas¢ £276,109 £29 500 {125,200 £100,000 £11,240 
| s per ton-mile a 1-281d 1-18d 1 - 26d 1-29d 1 -66d. 
Increase ( ) or decrease ( a 0-043d 0-04d 0-03d 0- 06d 0-Old. 
IY t train-loads Average train-load (tons 132-06 134-95 138-47 130-88 | 106-11 
Increase ( ) or decrease ( 4-60 1-86 5-80 5-17 ! 1-93 
N n-mules 
r train engine-hour 922-04 1,015-83 1,007 -92 854-72 787-21 
Increase | or decrease ae 83-71 66-71 40-14 119-12 - 49-56 
shunting-hour .| 868-76 807-39 971-25 880-70 556-00 
r total engine-hour ; led a 447-30 449-85 494-62 433-76 | 325-85 
Net t miles per route-mile per working day 2,929 2,792 3,110 3,518 1,204 
Increase ( ) or decrease | ) : oe 208 145 240 266 52 
\\ n-miles lotal - a ae “Ks on 374,245,606 66,316,698 128,758,774 159,352,233 | 17,749,442 
Increase or decrease ‘ ee 19,226,461 2,526,247 6,863,627 9,321,930 , 519,595 
entage of loaded to total 65°78 66-93 63-49 67-35 64-41 
\\ per train. Total ; 34-90 34-86 35-53 34-98 | 31-52 
Increase or decrease 0-58 (0-07 0-60 0-77 | 4 0-38 
1G ss in oe i site is ; 22-96 23-33 22-56 23-56 20-30 
pty. oe at os oe 11-94 11-53 12-97 11-42 11-22 
I miles Coaching—Per train-hour 15-08 14-06 14-22 14°33 17-71 
Per engine-hour re ys 12-11 11-20 11-06 11-01 14-61 
miles. Freight—Per train-hour 8-18 9-15 8-54 7°51 9-21 
Per engine-hour ; 3°39 3°35 3-61 3°31 3-03 
I miles Total .. ss ae 5 a 46,504,045 7,362,176 12,808,401 17,348,040 6,077,891 
Increase ) or decrease 1,610,826 274,292 436,078 717,671 195,385 
\M 2¢ run by engines Total train-miles 
( ling me A iy NF — Zi 22,382,498 3,108,420 5,103,825 7,106,037 4,389,822 
| ght .. e oa = wis pe ny 10,724,213 1,902,500 3,623,438 4,555,163 563,163 
Er ours 1n traffi lotal 5,227,476 871,818 1,539,960 2,109,608 507,890 
Increase or decrease 378,037 46,574 94,374 218,104 19,918 
SI s miles per 100 train-miles 
( hing 7°44 6-87 6-53 8-09 8-50 
g 75-88 83-53 70-23 73-39 100-35 
Passenger Traffic Statistics: Number of journeys, receipts, and receipts per journey (excluding season ticket holders)—February, 1936 
Subject Great G.W.R. L.N.E.R. | L.M.S.R. S.R. Cheshire | Liverpool | L.P.T.B.+ |. Mersey 
Britain Lines Overhead 
I 
| ournevs 31,089,855 598,491 1,076,523 1,318,783 2 363,376 14,086 143,546 | 24,744,299 70,770 
G receipts (729.691 (53,839 £95,235 {90,218 £140,885 (1,977 41,443 {331,123 £1,193 
Re ts per pass 5-63d 21-59d 21-23d 16-42d 14-3ld 33-68d 2-41d 3-21d. 4-05d 
Ike | fares 
I on and 
eek end 
| journeys ..| 33,788,862 3,560,451 7,974,664 12,013,732 7,046,475 353,296 71,788 1,226,085 610,338 
( receipts {1,672,040 £251,983 £381,983 (609,316 £351,796 £17,428 4607 £25,894 £8,811 
] ipts er 
ass on 11-88d 16-99d 11-50d 12-17d 11-98d 11-84d 2-03d 5-07d. | 3-46d. 
Wi y nen | 
DP journeys ..| 25,838,133 1,792,365 3,406,908 6,946,091 5,448,774 231,192 211,100 6,719,012 | 192,042 
Gi receipts £374,652 {26,492 (55,219 {110,384 {89,561 £3,939 fi 213 £74,950 £1,719 
kx Ipts per | 
iss. journey 3-48d 3-55d 3-89d. 3-81 3-94d 4-09d 1-95 2-68d. | 2+ 154d. 
Ot | 
Pass. journeys ..| 3,266,581 371,936 811,382 980,781 597,138 57,648 43,095 338,609 | 9,573 
Gross receipts £271,459 £40,166 (64,412 | £105,731 £52,200 (3,596 £269 £2,859 | £154 
I eipts er | 
iss BO wi 19-94d 25-92d. 19-05d 25-87d 20 -98d 14-97d 1-50d. 2-03d. 3° 86d. 
ota 
Pa ourneys 93,987,291 6,323,527 | 13,270,403 | 21,261,509 | 15,456,257 656,246 469,529 | 33,028,005 882,723 
Gross receipts (3,053,155 | {372,779 | £598,187 | {918,819 £634,918 (26,959 £4,032 | £434,826 | £11,877 
Receipts per pass 7-S0d 14-15d 10-82d 10-37d 9-86d 9- 86d 2-06d. 3-16d. 3-23d. 


* Allstandard gauge railways + Includes passengers originating on the railway undertakings, and on the Whitechapel and Bow Joint Railway 
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N the issues of THE RatLway GAZETTE for January 31 


over the railways respectively of Great Britain, the United 


present and concluding article is to summarise these 
developments on a comparative basis. Table A, supple- 
mented by the four graphs reproduced, shows the develop- 
ment in high speed that has taken place in Great Britain, 
France, and Germany during the five years from 1931 
to 1935 inclusive. The most outstanding increase by far 
has been in Germany, where a single run timed at over 
58 m.p.h. from start to stop has now become an aggre- 
gate of 11,0068 miles, which is beaten only in Europe by 
the 12,090 miles of the French railways, and is consider- 
ably superior to the 7,805 miles so timed in Great Britain. 
At all speeds in the table of from 62 m.p.h. upwards 


PaBLe A. 


Aggregate Mileage of Runs Scheduled Daily 
Start-to-Stop 


the German railways show a greater aggregate mileage 
than those of Great Britain and France, and the meteoric 
rise in mileage at 70 m.p.h. and over, with the help 
of new diesel railcar services, from 1934 to 1935, is 
worthy of comment. Complete figures are not available 
during these years for the American railways, but an 
aggregate of 2,022 miles timed at 60 m.p.h. and over 
from start-to-stop in the United States in 1932 had become 
19,279 miles in 1935, and at 64 m.p.h. and over 57 miles 
had increased to 6,703 miles. 

Table B sets out in order the mileages of individual 
railways timed in 1935 at over 70 m.p.h., and shows 
that, apart from the 2,287 miles in Germany, only a 
beginning has yet been made with railway runs at so 
high a speed as this. Second place is taken by the 
French State Railways, third by the Pennsylvania of the 
U.S.A., and the first British line to appear is the 
L.N.E.R., in the fourth place. But in Table C, which 
similarly sets out the mileages of individual railways 
booked at a mile-a-minute or over, the progress that 
has been made is so great that the world’s aggregate 
now reaches all but 40,000 miles daily so timed. The 
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February 21, March 6, and March 27 details were 
given of the fastest and longest runs performed daily 


States, Germany, and France, and the purpose of the 


PROGRESS IN EUROPEAN RAILWAY SPEED, 1931-1935 


at Speeds of 58 m.p.h. and over from 


7v 68 66 64 62 60 

; , m.p.h, m.p.h. m.p.h, m.p.h, m.p.h. m.p.h 

Country Yeat and and ind and and and 

over over ovel ove! over over 

Miles Miles Miles Miles Miles Miles 

Great 1931 77 77 77 861 

Britain 1932 77 77 77 230 634 2,134 

1933 77 77 77 230 576 2,375 

1934 77 77 77 230 747 2,607 

1935 542 542 778 996 1,868 5,371 

France ... 1931 95 95 1,268 

1932 148 243 818 2,373 

1933 295 1,040 3,198 5,462 

1934 70 544 820 1,280 3,046 5,859 

1935 834 962 1,755 2,456 4,649 7,412 
Germany 1931 
1932 

1933 356 356 356 712 712 712 

1934 356 712 712 1,641 2,009 2,836 

1935 2,287 3,000 3,641 3,921 5,118 6,276 
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RAILWAY SPEED DEVELOPMENT IN 1935 


A summary of the mileage figures 


By CECIL J. ALLEN, M.Inst.T, 


Taste B.—Raittway Runs Timep ar 70 M.P.H. AND Over 


. M START- 
ro-Srop, 1935 
No. of 
Runs pores 
Daily Length 
: : s Miles 
German State Railways — oe por — 29 2,287 
Etat, France ... we 8 563 
Pennsylvania, U.S.A, 8 $75 
L.N.E.R., England 2 166 
Co £0, U.S.A: ... 4 232 
C.M. St. P. & P., U.S.A. 4 206 
P.L.M., France 2 198 
G.W.R., England 1 77 
P.O.-Midi, France l 70 
C.N.S. & M., U.S.A. 2 24 
Potal 61 4,598 


Pennsylvania now takes first place, and in 
comparing the Pennsylvania 8,359 miles with 
the German 6,726 miles, it has to be remem- 

-— bered that in route mileage the former (10,892 
58 miles) is only one-third the size of the latter 


m.p.h, (33,442 miles). The New York Central, a 
isowd slightly bigger system than the Pennsylvania, 

takes the third place, but the most creditable 
ial achievement is that of the Northern Railway 


9395 Of France, which, with a system having a route 
540 mileage of only 2,590 in all, yet has 2,647 miles 
332 of running daily booked at start-to-stop speeds 
8305 of 60 m.p.h. and over. Fifth place is taken 
by the L.M.S.R. of Great Britain, which, with 


Sou 


4,582 : 
5871 a route mileage of 6,963, has 2,361 miles 
ase booked at a mile-a-minute and over, followed 
12'090 by the Great Western (route mileage 3,804) 
with 1,943 miles. Most remarkable of all the 
3x, figures in this table is that of the electrically- 


814. operated Chicago, North Shore & Milwaukee 
ez dine in America, which with only 95 miles of 
route has 1,677 miles of daily runs above the 
60 m.p.h. limit. Stress is laid on this pro- 





FABLE C Raitway Runs TiMep at 6) M.P.H. AND OVER FROM START- 
ro-Strop, 1935 

| No.of | 

| Runs _ | Aseregate 

| Daily Length 

an ; ’ | 

} Miles 
Pennsylvania, U.S.A. con vie ino aol 171 8,359 
German State Railways | 90 6,726 
New York Central, U.S.A. yas ~ 41 3,116 
Nord, France oe oa date ro cal 25 2,647 
L.M.S.R., England ... isa oe ine ae ot 2 361 
G.W.R., England oo ite = us Sea 20 1,943 
C.N.S. & M., U.S.A pas is — Pe 90 1,677 
CB &O.. USA. .... ea i Es A )=|OloDS 1/628 
Etat, France ... vm i sod inl ae 26 1,610 
L.N.E.R., England ... ‘ie “ aie oe 11 1,067 
Cm. St: F. 6 FP. USA. x ie ae et 20 1,025 
P.O.-Midi, France ... en Ss ses pee 14 1,013 
Other American Railways ... ues ae poe 66 | 3,474 
Other French Railways ee es ae Prd 25 2,142 
Belgian National Railways ... oe _ ad 12 | 393 
Danish State Railways =e dai = — 3 | 114 
Canadian National Railways a oa eae 1 50 

Total 667 39,345 
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1935 


ach run would 


RuNs ON THE WoRLD’s RalILways, Here the range 
5 


In elec- 


intervenes at the 17th place. 
of speeds is, of course, much higher. 


raBLeE D.—THE FASTEst 
in the last right-hand column indicate the order in which e 





aj in the table were all the high- apne runs of each railway included : egg s 
eens s BSR tans me trical haulage only the Chicago, North Shore 
:, ae . ‘ eee a i. a & Milwaukee can show any runs that are timed 
; ‘rou 3) | | > | Spee _ Y 
ntry » 4 | tance | ime | Speed | Order at more than 70 m.p.h. 
— $$$ $ _____—_____ The total final tables, E and F, are designed 
a Miles | Min. | m.p.h.| No. to show the relative development of diesel and 
Pen ia, U.S.A. | Valparaiso | Plymouth 40-3 | 32 | 75-6 1 electric traction in high speed railway haulage, 
C.M. St. P. & P.,U.S.A.) New Lisbon | Portage -t fl I ir - as compared with the older-established medi 
et an rll Paddington 77-3 65 | 71-4! 10 as compared with the older-established medium 
L.N.E.k., England King’s Cross| Darlington 232-3 | 198 | 70-4) 14 of steam. Table E shows the aggregate mileage 
P.O.-} . France oitiers Angouléme 70 +2 60 70 -2 16 ' Sees nite 
State nany Berlin Hamburg 178-1 | 155 | 68-9] 19 that - run nee per ges. a 7 = 60 
Nev Centr: il, m.p.h. respectively by each individual railway 
S.A. loledo Elkhart 133-0 117 68-2 29 . . edad ays ee Cee EE 
ne nae eg Fe 85.0 - |aeel a in the world whose diesel or electric services 
Penn ling, U.S.A.| Haddonfield | Absecon 45-3 40 | 68-0 | 28 attain to within this speed figure. With each 
Als raine, | ileage is give ; rcentage é 
France | Mulhouse Strasbourg 67-3 61 | 66-2] 38 mile ge is” given the perc entage that that 
Balti & Ohio, | mileage forms of the total mileage of high 
U.S.A. wae Je. ee ee 4 65-4} 41 speed trains, including those that are steam- 
> L.M., France ulence Avignon 4/*s 65-3 43 . ef ee, ° ; 
re meatier Watford 65-1 | 60 | 65-11 45 hauled. It is significant that in every case the 
Nord. France Paris — St. Quentin 95-1 88 | 64-8 | 47 diesel-operated runs at over 70 m.p.h. are the 
Big | U.S.A. ...| Columbus ...| Galion 58-2 54 64-°7 50 > : ay eee cam ¢ > 
Tiois Central, U.S.A.| Clinton Gibeon City 38.6 36 | 64.2 | 61 only, runs performed at such a speed over any 
oe eames Paris Troyes 103-2 97 | 63-8 of the railways using diesel traction for high 
: eS speed work. On five of the railways—the 
D t ctlo “LL: . > . y es 
State, Germany Berlin Hanover 157-8 | 115 | 82-3 1 Chicago, Burlington & Quincy, New York, New 
C.B. & Q., U.S.A. East Prairie du tae ae Haven & Hartford, Boston & Maine, and Union 
Dubuque Chien 54-6 44 74°5 17 > : ~ 
Etat, France Havre Rouen 54-9 | 45 | 73-2! 96 Pacific in the U.S.A., and the Danish State 
P.L.M., France — ponte he... 3 - 71-4 | 34 Railways—diesel traction is responsible for all 
Nord, France Amiens .| Arras : 2° 37 68-3 56 Se er > on . . 
ee aie es) ee 507-0 | 450 | 67.6| 58 runs at over 60 m.p.h.; on the Northern of 
Alsace- Lorraine - one France, on the other hand, only 9 per cent. 
‘ selesti Strasbourg 6-9 2 a7 °< > Stn . . » > liad ~ 
ae uate ac aon eoiceciiees , yer Ss of its runs at over 60 m.p.h. are performed 
U.S.A. | Back Bay Pawtucket 38-1 34 | 67-21 67 by this means. As regards electric haulage, 45 
G.W.R., England Castle Cary | Westbury 19-6 18 | 65-3 | 92 per cent. of the Pennsylvania runs at over 64 
State, Denmark Roskilde Slagelse 38-3 36 63-8 z 
chate fe Tahoe m.p.h., and; no less than 69 per cent. of those 
U.S.A. | Dover Portland 15-0 | 43 | 62-8 at over 60 m.p.h., are electrically hauled; in 
Electric Traction the case of the Chicago, North Shore & 
C.N.S. & M., U.S.A. ... a Augsbur oy ~ Ee I Milwaukee—an inter-urban line of unique 
State, Germany .... Munich ugsburs ..| 38: 3K 69-5 3 Re Tas i ’ oa ae saaiieall 
nanan circ eg Ages Bones Allg Philade phi 75.9 66 | 69-0 7 characte r—the haulage is exclusively electric. 
P.O.-Midi, France ...! Les Aubrais St Pierre-d-C..,.) 69-5 62 | 67-3] 12 In the final table, F, the aggregate high speed 
. Py , ’ DD =) ds _ 
Southern R., England | East Hayward’s nileages i ach c try with eacl f the three 
a Heath | 27-5 ep | see mileages in each country with each of the . = 
diesel, 


alternative methods of haulage—steam, 
and electricity—are set out, together with the 
percentages that each aggregate mileage bears to the grand 
total. The countries are arranged in the order of their 
total mileages, the United States coming first with 19,279 





portion of high speed mileage to route mileage because 
a high proportion indicates that express services in general, 
maintain a 





and not merely selected high speed trains, 
uniformly high speed standard. Tiss E ee oe. aE ee 
Table D shows the fastest individual achieve- ABLE E,—INDIVIDUAL a MILEAGE OF Hicu-SPEEp Runs wirtt DIESEL AND 
SLECTRIC TRACTION, 1935 
ment of each railway, arranged in tabular — - _— neem - 
form, and, in the final column, the order in 70 m.p.h. 64 m.p.h. 60 m.p.h. 
which each run would appear were all the runs and over and over and over 
included that have been set out in the tables Reinke uit 
of the previous articles of the series. Thus, ee * Pro- j | Pro- 
although the Great Western Railway takes | Mileage portion Rel portion | | aioe | portion 
third place with the Cheltenham Flyer among | secosigaas ‘plone a _—— 
the world’s railways, so far as concerns steam- : 2 l l 
hauled trains, the number of runs operated at ee Per | | Per 
these high speeds by the Pennsylvania & Germany | State... rx —, ae —" yo ~ 
Chicago, Milwaukee, St. Paul & Pacific lines U.S.A. ...) C.B. & Q. 232 | 100 | 1,344 100 | 1,628 100 
actually makes the Cheltenham Flyer the tenth **"°e «| Etat, pe —t os | “oo 68 
on the list of the world’s fastest steam trains, U.S.A. ...| N.Y.,N.H.&H. r | 457} 100| 457 100 
and the Silver Jubilee of the L.N.E.R. the 5. —— Maine | . | ot ae ~ 
twelfth. Five railways, including the Paris- U.S.A. *| Union Pacific | "37 | 100 3041 100 
Orleans-Midi of France, can show steam-hauled — France Als.-Lorraine_ ...| 103 | 61} 129 | - 
runs timed at over 70 m.p.h.; the first German Demmark_| State | said ees 
run in the steam list takes nineteenth place, and | Bincete | POS Fr Electric | _P8°"_ | Electric | Pt 
it is, perhaps, surprising to find the first | Mileage | Portion | Mileage | Porton | viileage | Poroes 
L.M.S.R. run as low as the 45th place, and the ad - ~ ehences 
first on the French Nord two places lower still. ' ie ee ae Per 
In diesel-operated high speed journeys Germany U.S.A | Rinne J pecs eens M956 | as | 3704 | 69 
has a clear load over all competitors for the .» —- | CNS. & BM. | 24 | 100 | 195; 100 | 1,677} 100 
world’s fastest journeys until one of the runs oe myn Midi |_| | 139 | 51 | po | p 


of the Chicago, Burlington & Quincy’s Zephyr | 
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Graphs of speed development in France, Germany, and Great Britain during the past five years 


miles booked at over a mile-a-minute 

from start to stop, France second with oe 
7,412 miles, Germany third with 6,726 
miles, and Great Britain fourth with 
5,371 miles. It is striking to notice 
that, whereas diesel propulsion is Steam 
responsible for nearly three-quarters of 

the 4,588 scheduled daily over the 

world’s railways at speeds of 70 m.p-h.  Uyited 

and over, of the 39,435 miles booked States 669 
at 60 m.p.h. and over only one-fifth France... 70 


. . Germany... 
are diesel-operated, and a little over Great 


Country 


Miles 


one-fifth electrically operated. Roughly Britain 542 
a ” ; ee TT a Belgium ... 

15 per cent. of the whole of the world’s — penimark 
schedules at over 60 m.p.h. is concen- Canada 

trated in the 225 route miles of the 4...) | 1281 
Pennsylvania’s newly-electrified main © of Gr.) | 

line between New York, Philadelphia, Potals ... 28 

and Washington—a most remarkable ree 

achievement. Indeed, the strides that lorats 


have been made by the later competi- 

tors of steam constitute the most 

arresting feature of this final table. Even at sixty 
miles an hour or over, steam can now claim only three- 
fifths of the aggregate mileage, at over 64 m.p.h. two- 
fifths, and at over 70 miles an hour but little more 
than one-quarter. The accelerations in Germany, France 


TABLE F., 


70 m.p.h. and over 


AGGREGATE HIGH-SPEED MILEAGES, 1935 
64 m.p.h, and over 60 m.p.h. and over 


Elec- . P Ele ; 1 
Steam Diesel | Hy Steam Diesel Elec 


Diesel . 
tricity tricity tricity 


Miles Miles Miles Miles Miles Miles Miles Miles 


232 24 3,351 1,801 1,551 9,469 2,339 7,471 
764 662 1,655 139 4,855 2,232 325 
2,287 659 2,973 289 3,101 2,992 633 
996 5,371 
393 
114 
50 _ 
3,283 24 | 5,668 6,429 1,979 23,239 7,677 8,429 
714 4 40 16 | 14 59 | 194 214 
4,588 14,076 | 39,345 


and elsewhere with the introduction of the spring and 
summer timetables of 1936 have added still further to 
the mileages covered at high speeds in those countries, 
while the position in Great Britain remains but little 
changed. 











E.L.M.A. Conference 


There are factories, offices, warehouses, docks, ships, 
hotels, stables, hostels, schools, garages, and alas, even 
hospitals and orphanages administered by railway com- 
‘pianies, and any development affecting one or more of 
such branches of railway activity is the direct concern 
of the railway. Developments in artificial lighting affect 
all, and, hence, the proceedings of the conference on 
lighting, held recently at the E.L.M.A. Lighting Service 
Bureau, though dealing in the main with the illumination 
of works and offices, possess railway interest. Papers 
were read illustrating the cost in money, discomfort, and 
even disease of inadequate or unsuitable _ lighting. 
Nystagmus in miners, largely the effect of bad illumination, 





on Electric Lighting 


was said to be costing the country about £300,000 a 
year in compensation. No one raised any objection to 
the use of the highly efficient and increasingly prevalent 
though somewhat weird gas discharge lamp, but it may 
be taken that the scope for its use is stjll limited, 
particularly out of doors, where its liability to appear 
green under certain atmospheric conditions introduces a 
risk of confusion with signals. The Chief Engineer of the 
Prudential Assurance Company gave 8 to 10 foot-candles 
as the light intensity in offices for which he had provided 
the necessary illumination. Daylight, however, provided 
1,000 to 10,000 foot-candles, according to another 
speaker. 
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DONCASTER WORKS, L.N.E.R. 


Considerable improvements have been made in these works recently, 
and the machinery equipment is now of a very advanced character 


NE of the most interesting items on the programme 
O ‘of the summer meeting of the Institution of Mechani- 
cal Engineers was the visit paid by a large number 
of me! rs, under the guidance of Mr. He N. Gresley, 
Chief Mechanical Engineer of the London & North Eastern 
Railway and President of the institution, to the Doncaster 


locomotive and carriage works, where, as reported last 
week, a complete tour was made of the shops, and the 
new machinery and other equipment was inspected. A 


further visit was paid to the works on Friday, June 12, 
by representatives of the press, when a tour of the shops 
following the route planned for the members of the 
Institution of Mechanical Engineers was made under the 
ouidance of Mr. R. A. Thom, Mechanical Engineer, 
Southern Area, L.N.E.R. 

These works were originally built as repair shops of 
the Great Northern Railway, and occupy an area of 84 
acres, of which 19 are covered by workshops. At the 
present time 2,637 men are employed in the locomotive 
shops, and 1,363 in the carriage shops. 


Several locomotive types of which the production is 
recognised as a landmark in British railway history, stand 
to the credit of Doncaster, from the Sturrock steam tender 


of 1863 to Mr. H. N. Gresley’s pioneer streamlined Pacific 
Silver Link in 1935, holder of the British railway speed 
record. Of intermediate events at Doncaster, the most 
famous begin with the appearance of the Stirling 8-ft. 
single No. 1 in 1870. In 1902 the first of the Ivatt wide 
firebox Atlantics left the works, and these engines were 
responsible for the principal expresses on the Great 
Northern Railway until superseded (although at first only 
on the heavier duties) by Mr. H. N. Gresley’s first Pacific 
in 1922. Twelve years later, in 1934, Doncaster built the 
first British Mikado for express traffic—Mr. Gresley’s 3- 
cylinder 2-8-2 No. 2001, Cock o’ the North. 

The most noteworthy introductions in carriage practice 
have been: (1) In 1896 Pullman vestibules and automatic 
couplers of the American type were adopted, and have 
since been fitted to all large main-line vestibule stock: 
and (2) In 1907 Mr. Gresley converted two 6-wheeled 
carriages into a twin unit, running on three bogies, the 
coupling being articulated to allow the bodies to follow 
the movement of the outer bogies. The principle of 
iticulation has since been extended to three- four- and 
five-coach units. 

A dining car train composed of one quintuple unit was 
uilt in 1921 for the King’s Cross and Leeds service, 
and has many interesting features. There are five bodies, 
a first brake, a first saloon, a kitchen with pantries, a 
third saloon, and a third brake. The whole of the cook- 
ing is done by electricity. This was the first all-electric 
restaurant car in the world, and the success of the equip- 
ment led to its being fitted to the triplet restaurant car 
sets on the Anglo-Scottish trains, and to all new restaurant 
cars. Sleeping cars have been built as twin units, and 
a number of quadruple units are running in suburban 
rhe the trains comprising eight coaches made up of 

oO units. 


} 
{ 


The principal classes of engines and carriages working 
throughout the whole of the system are maintained at 
To maintain the output, manufacture details 
with the precision necessary for interchangeability, and 
to reduce the time stock is in the shops, the main loco- 
motive machine shops have been concentrated under one 
toot and equipped with a large number of new machine 


Doncaster. 


tools, whilst the repair shops for locomotives and carriages 
have been completely reorganised on progressive lines. 
As a result of the reorganisation it has been possible sub- 
stantially to reduce the number of locomotives and 
carriages undergoing repairs in the shops. 

A new central drawing office has recently been provided 
with the object of centralising all locomotive, carriage, 
and wagon design. Thirty draughtsmen are employed 
in the carriage and wagon section, and thirty-five in that 
devoted to locomotive design. Separate offices are pro- 
vided for the chief draughtsmen of each section, and for 
the material ordering section. A photographic department, 
a fireproof drawing store, and a room for models are also 
connected with this office. 


The Locomotive Works 


The principal group of locomotive machine shops has 
six bays. The first bay contains the sections dealing with 
connecting rods and piston valves, and includes precision 
grinding machines for radius links, piston rods, rod pack- 
ing, valve spindles, and rings; also machines for milling 
the triangular ports in piston valve liners, and three large 
turret lathes for machining crank-pins and other details. 

The second bay is devoted at one end to cylinder work, 
and contains a specially designed powerful Kearns boring 
mill on which monobloc cylinder castings for three-cylinder 
engines are machined. The other end of the bay is 
occupied chiefly in machining axleboxes and in assembling 
new and reconditioning built-up crank axles. 

The next three bays are equipped with modern machines 
for general machine and fitting work, brass finishing and 
small tool maintenance; notable machines are the Loudon 
double-table high speed planer; electrically-driven high- 
speed sliding, surfacing, and screw-cutting lathes by Lang, 
and Dean Smith & Grace; duplex shapers by Butler, 
Ormerod and Swift; high-speed drills by Asquith and 
Kitchen & Wade; large turret lathes by Ward; duplex 
boring machine by Kitchen & Wade; Lang’s tool room 
lathes; and several Ward’s brass finishing lathes. 

In the sixth bay, plate rolls, slotting and drilling 
machines, together with an oxy-acetylene cutting plant, 
are installed. Engine and tender frames are prepared in 
this bay for the erecting shop, up to and including the 
fitting of spring brackets and horns. At the other end of 
the bay the machining of straight axles and crank axles 
is carried out. 

The new engine erecting shop is at present engaged upon 
a series of 2-6-2 Class V.1 2-6-2 passenger tank engines 
for the Newcastle, Edinburgh, and Glasgow districts; a 
series of Class V.2 2-6-2 three-cylinder mixed traffic tender 
engines; a series of Class P.2 (‘‘ Cock o’ the North ”’ 
type) 2-8-2 three-cylinder tender engines streamlined at ’ 
the front end; and a further series of Class A.4 three- 
cylinder streamlined Pacifics similar to Silver Link. 

The forge measures 265 ft. x 60 ft. and is equipped 
with two 40-cwt. forging hammers, six drop stamps, three 
forging machines, and presses. 

The boiler shop, which is 300 ft. x 100 ft., has been 
reorganised, resulting in more economical operation and 
increasing the rate of output. The equipment is sufficient 
to enable the largest locomotive boiler to be built. 

A complete new flanging shop has been provided and 
contains three hydraulic presses and three oil-fired fur- 
naces. The largest press is of 750 tons capacity, and was 
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supplied by Henry Berry Limited of Leeds. The equip- 
ment is served by a 10-ton overhead travelling crane. 
The tube repair shop includes some modern appliances. 
On entering the shop the small tubes are picked up in 
batches and deposited on a skid for sawing and reeling. 
Every tube is then examined to decide whether fit for 
further service. Scrap tubes drop into a container on 
depressing a pedal, and good tubes pass on to further 
operations. Tubes which are to be cut down for shorter 
boilers are belled and annealed only, but those which are 
to be restored to the original length pass to the electric 
butt welder. Throughout the whole system of tube repairs 
handling is reduced to a minimum. 

The layout for repairing the large superheater flues is 
similar to that for small tubes. The tubes are de-scaled 
and straightened in the reeling machine, annealed, elec- 
trically butt welded to restore to original length, screwed 
at the firebox end, and finally tested. 

The two electric butt welding machines are respectively 
capable of welding small tubes up to 2} in. diameter and 
large tubes up to 5} in. diameter. Each works from the 
alternating electric current supply and from the hydraulic 
supply mains. The tube is clamped by hydraulic pressure 
in a fixed electrode and the short length to be welded to 
the tube is clamped by hydraulic pressure to the movable 
electrode. The welding operation is entirely automatic 
and the actual welding time is from 11 to 15 sec. for 
tubes up to 2} in. diameter and from 15 to 25 sec. for the 
flue tubes. Under favourable conditions the tubes welded 
per hour are eighty 1}-in. dia. tubes in the smaller 
machine, and from twenty to twenty-four 5}-in. dia. 
tubes in the larger machine. The completed tubes are 
stacked in open storage racks. 

The locomotive wheel shops are equipped with modern 
wheel lathes, tyre boring, wheel drilling, and journal 
grinding machines, a 400-ton hydraulic wheel press, a 
wheel-balancing machine, etc. Some very accurate measur- 
ing apparatus is used for ascertaining the diameter of 
tyres and the external diameter of the wheel centres, the 
diameter of the crank-pins and axles, and for checking the 
relative angular position of the crank-pins. 


Crimpsall Repair Shops 

This group has been extensively reorganised in order 
to concentrate the work and reduce the movements of 
workmen and material. It consists of a main shop with 
four bays 520 ft. long by 52 ft. wide, and two smaller 
bays each 30 ft. wide; also a second shop with two bays 
200 ft. long by 52 ft. wide, and one bay 30 ft. wide. 
The number of engines in the shops has been reduced 
from 100 to 36; the time they are under repair is shorter, 
and so more are available for revenue earning purposes. 

The repair of tenders has been transferred to No. 1 
bay of the engine repair shop. One bay of the former 
tender repair shop has been converted to deal with boiler 
repairs including fitting new copper firebox and complete 
restaying, and in the second bay a progressive system 
of tube repairs has been instituted. Duplicate parts have 
been provided and, where necessary, these can be sub- 
stituted for similar parts of engines undergoing repairs. 
The locomotives are stripped on the north side of the 
shop and the time required to carry out repairs to the 
boiler is ascertained. In the event of these repairs being 
of such a nature as would delay the turnout of the engine, 
a duplicate boiler is allocated. All removable parts, other 
than the wheels and axleboxes, go to the cleaning shed, 
and the engines are taken to the end of the road for the 
tubes to be removed. After these operations the engines 
are transferred to the erecting shop, where they are lifted 
off their wheels and carried to their berths. After the 
engine is lifted and the axleboxes removed, the wheels 
are rolled to the wheel shop for repairs. The wheels are 


then placed into No. 1 bay for refitting of eccentrics 
big-end brasses, and axleboxes, so that they are returned 
to the engine ready for fitting. . 

In addition to the re-arrangement of the system, the 
shop equipment has been improved by the provision of 
modern high-production machine tools. Brassfinishers 
brakefitters, etc., have been transferred from other parts 
of the works to render these repair shops as nearly self. 
contained as possible, and a small I.C.I. furnace using a 
liquid case-hardening compound enables small letails to 
be hardened in a short time. 

A new weighing machine has been installed, nsisting 
of separate weighing units placed directly under each 
wheel. This type of equipment is known as the Voison. 


The Carriage Works 

As well as the construction of new stock, these works 
undertake the maintenance of all carriages in the Southern 
Area. The machine shop, carriage lifting shop, and 
carriage repair shop are under one roof in a_ building 
600 ft. long by 150 ft. wide. A portion of the machine 
shop is specially set out for the progressive movement 
and overhaul of carriage wheels; wheels requiring one 
operation only can be introduced into the system at the 
appropriate point. The machine bay equipment includes 
two modern Craven wheel turning and grinding lathes, 
two balancing machines, and two journal turning and 
burnishing lathes, all of which are served by a crane 
gantry carrying two 2-ton overhead cranes. The remainder 
of the machine bay is equipped with up-to-date drilling 
machines, lathes, slot drilling machines, and other modern 
machine tools. Each lifting bay is equipped with two 
20-ton electric overhead travelling cranes, and dipping 
tanks are installed for cleaning and painting carriage 
bogies. On the body repair side, staging is provided to 
facilitate the repair of carriages, and benches are specially 
arranged for dealing with the repair of carriage doors. 
The progressive repair system enables modern types of 
vehicles to be thoroughly overhauled and returned to traffic 
within a period of 26 days. 

The saw mill, 377} ft. by 1304 ft., is so arranged that 
the flow of timber from log to fully machined details is 
continuous and in one direction. 

In the body building shop the construction of new 
coaches is carried out on the progressive system. As 


machined members are received from the sawmill, they 


are assembled in jigs to form complete body side sections 
and ends ready for erection. The building sequence is 
divided into four stages, the first being adjacent to the 
sawmill. It is the practice for a complete steel under- 
frame with bogies to be placed in position at this point, 
and upon this the carriage floor is assembled, side and 
end quarters then being placed in position and finally 
held by the top rails. When the timber has received a 
protective coat of paint or gold size the vehicle is moved 
along to Stage 2—fitting of body side doors with locks 
and interior divisions; the doors are afterwards removed 
for completion. 

Stage 3 comprises the fixing and canvasing of the 
complete roof, which is given a priming coat of paint. 
All interior roof trimmers are fitted prior to the erection 
of interior linings. 

At Stage 4 the side lights and completed doors are 
fitted, interior casings fixed in position, and the vehicle 
made ready for the paint shop by the fitting of all exterior 
details. Here only the final stages of rubbing down and 
varnishing are necessary. 

The final process is the fitting of seats, interior details, 
and lighting equipment, followed by a final adjustment 
on the lifting roads. After brake, steam heating, and 
lighting tests, new vehicles are taken for a trial run before 
being handed over to the Traffic Department. 
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PNEUMATIC-TYRED RAILCARS FOR SERVICE IN BRITAIN 


Michelin principle to be given a trial on the lines of the L.M.S.R. 





FTER considerable success in France, the pneumatic- 
A red railcar is to be introduced into England, where 
hitherto only two brief trials have been accorded to 
it. The Coventry Pneumatic Railear Co. Ltd., the 
Michelin licensee in this country, and a subsidiary of 
Armstrong-Siddeley Motors Limited, has built throughout 
in iis Coventry works two 275-b.h.p. petrol-engined cars 
seating 56 persons, and these, we understand, are about to 
run trials on the L.M.S.R. They are suitable for operating 
in both directions, and have a norma! maximum operating 
speed in excess of 60 m.p.h. 

In order to use rubber tyres on rails, it is essential 
that the weight of the vehicle be kept down to the mini- 
mum, but fortunately the cushioning effect of these tyres 
renders possible a construction far lighter than could be 
used with steel tyres. Considerable use has been made 
of welded construction throughout the mechanical portion. 
The tare weight is 9°5 tons, corresponding to 29-5 b.h.p. 
per ton of tare and 380 lb. per seat. 





Re pagn Oh 


The body is built up on a framing of aluminium sec- 
tions, with panel and a part of the roof plates of the same 
material. The sliding doors in the centre are of Alpax, and 
steel roller doors are fitted at each side of the luggage 
compartment. A conning tower driving position is fitted 
at one end and is suitable for driving in both directions. 
Half the windows are of the partial-drop type. The seats 
are of the fixed pattern, built up on chromium-plated steel 
frames and comfortably upholstered; half the passengers 
face in one direction and half in the other, and extra 
accommodation is gained by eight tip-up seats in the 
entrance vestibule. Light-metal alloys are used for such 
fittings as the brackets for the parcel racks and window 
frames, but the ashtrays are of Bakelite. The complete 
electrical equipment was supplied by C.A.V.-Bosch 
Limited. 

No expense has been spared to make the underframe 
capable of withstanding any stress which can be imposed 
upon it, while still retaining the prime desideratum of 
lightness. Apart from 
the three transverse 
stays over each bogie, 
which are of high-tensile 
steel, the underframe is 
of normal carbon steel, 
the sections being 
welded or riveted to- 
gether as circumstances 
dictate. Most of the 
members are in the form 
of pressings, but the 
main longitudinals are 
formed by welding to- 
gether three plates. The 
main diagonals are of an 
unusual box form, de- 
signed to give maximum 
strength with minimum 
weight. Lightening holes 
have been cut wherever 
the material is doing no 
useful work, and in con- 





sequence the 54-ft. 
? underframe weighs only 
meee F . — ; : : ‘ ; 223 cwt. 
{n interior view of the Coventry-Michelin railcar, showing the high proportion of A. combination _ of 


window to wall space 


welded and riveted light- 
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The 275 b.h.p. Armstrong-Siddeley power unit 


weight construction has been used for the driving and 
carrying bogies, both of which are of the eight-wheeled 
type. The main frames are tied together by means of 
rigid cross members of welded form, between which is a 
strong welded structure carrying the bogie pivot. The 
pivot itself is carried by two vulcanised rubber pieces 
which permit about 2 in. side play each way. The weight 
of the body is carried by four slides on each bogie, of 
which one is of the plain type and three of the roller 
track slide type. Rubber pads are used both at the slides 
and at the pivots to assist in reducing shocks to the body. 
The end headstocks of the bogies are light tubes welded 
to the main frames. High-tensile steel is used for the 
bogie frames. 

[he suspension is by means of semi-elliptic springs, 
two down each side. The axles of the carrying bogie are 
of the non-rotating welded square box type. Braking is 
on the Westinghouse compressed air system with boost- 
ing Lockheed hydraulic brakes operating independently 
on each bogie. The wheels are of the pressed steel disc 
type fitted with Michelin pneumatic tyres with steel flanges, 
the tyres themselves having a diameter of 35} in. on 
tread; the braking drums are secured to the wheel centres. 
The tyres are inflated to a pressure of 90-100 Ib. per 
sq. in., and a loss of pressure in any tyre causes a 
hooter to sound in the cab. Further, there is a rim 
inside the tyre which permits a drop of only 3 in. in the 
eveni of the tyre being deflated. For the efficient opera- 
tion of track circuits a special system has been devised 
by the Westinghouse Brake & Signal Co. Ltd. 

Engine and Transmission 

The power of the railcar is derived from a 12-cylinder 
Vee o.h.v. Armstrong-Siddeley petrol engine developing 
2°75 b.h.p. at 3,000 r.p.m. The cylinders have a bore 
of 4 in. and a stroke of 5} in., giving a piston-swept 
volume of 12°97 litres. The compression ratio is 6 to 1 
and the weight of the engine dry is 1,050 lb., equivalent 
to 3-8 lb. per b.h.p. 

The crankcase and cylinder block is a one-piece casting 
of Hiduminium with hardened and tempered cast iron 
wet liners shrunk into position. Each cylinder bank has 
the six heads cast in one piece of Hiduminium. The 
pistons are of Nelson Bohnalite and designed on the Invar 
Strut system. The camshaft and the dual B.T.H. mag- 
neto are driven by a triangulated twin roller chain. 
Electric starting apparatus is fitted. 

The radiator for cooling the engine circulating water 





One of the eight-wheeled bogies 


is fitted to the end of the car by the driving tower, and 
the temperature of the water is thermostatically controlled. 
The fuel is carried in two tanks mounted beneath the 
underframe near the centre of its length. 

Three of the four axles of the driving bogies are driven, 
the engine torque being transmitted through a friction 
clutch, four-speed epicyclic gearbox, cardan shaft and 
reversing helical wheels to the first driving axle, and 
thence by double roller chains to the second and third 
axles. The reversing gear is operated by dog clutches 
and is housed in a welded steel casing. 

The Track-Circuiting Equipment 

Attempts have been made to operate rubber-tyred rail- 
cars on track-circuited sections by fitting contact shoes 
engaging with the running rails, and bonding these shoes 
together on the vehicle chassis. These have not been 
altogether satisfactory, and to overcome the difficulties 
of providing sufficient mechanical pressure, the Westing- 
house Brake & Signal Co. Ltd. has evolved a system, 
fitted to these railcars, suitable for the operation of a.c. 
or d.c. track circuits. This method, which obtains the 
requisite puncture voltage from a source of supply on the 
railcar and which can be utilised also on_ steel-tyred 
vehicles, recognises that the thin insulating film of oxides 
and silicates which forms on the rail and increases the 
contact resistance between wheel and rail, has a definite 
puncturing voltage, often above that found in signalling 
circuits, especially with light vehicles. 

The Westinghouse apparatus which is fitted to the two 
new Coventry-Michelin railcars described herewith, consists 
of a small rotary converter run from the car lighting 
battery, supplying 300-cycle current to two transformer 
units which feed the eight contact shoes. There are also 
a proving unit and an illuminated cab indicator. The 
circuits of this system are shown in the accompanying 
diagram. 

Each transformer unit contains a feed transformer 7, 
the primary of which is supplied by the rotary converter 
through the regulating reactance X. These transformers 
are provided with two separate secondary windings, each 
of which supplies a pair of contact shoes. The polarities 
are arranged so that a current of predetermined value is 
maintained among the shoes. Incorporated in each trans- 
former unit is a proving transformer V having two primary 
windings connected in series with the secondary windings 
of the main transformer 7. The outputs from these prov- 
ing transformers operate the apparatus on the proving 
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unit, which contains small d.c. relays working in con- 
junction with full-wave metal rectifiers and adjustable 
resistances to control the sensitivity of the proving circuit. 

[he proving relays are energised only when 300-cycle 
current is passing through both primary windings of the 
proving transformers, which indicates that ail shoes are 
contact with the rail. Failure of either shoe set 
the current is indicated by the green light in the 
cab indicator being extinguished and a red lamp being lit. 

In the circuit diagram the full line arrows show the 
flow of the current supplied by the converter, and the 
dotted arrows indicate the direction of the track circuit 
current. The latter current flows through the two wind- 
ings of transformers 7 and WN in opposite directions, so 
that they offer but little impedance to the flow of the track 
circuit current, and thus the equipment may be used with 
either a.c. or d.c. track circuits. 


in ¢ lose 


to pass 


CAB INDICATOR —* 
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Bogie, showing contact shoes of track circuit equipment 





The rated output of the converter is 200 VA. at 100 
volts 300 cycles, and the input from the battery is about 
58 amp. at 24 volts. The cab lamps take a further 
0-7 amp. from a centre tap at 12 volts. The transformer 
units have an output tension of 46 volts for the two 
secondary windings in series, and this is the puncturing 
voltage available to overcome the rail film or dirt. The 
adjustable reactances normally limit the current in the 
shoes to 2 amp., but this varies with any alteration in the 
battery voltage. The total weight of the equipment is 
156 |b. An audible alarm can be incorporated if desired, 
and the circuit for this feature is included in the accom- 
panying diagram. 

The operation of the alarm is delayed for approximately 
five seconds after a fault occurs so as to avoid intermittent 
sounding of the alarm as the car passes from one track 
circuit to another. 
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Wiring diagram of Westinghouse track circuit equipment 
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NEW THREE-CYLINDER 2-6-2 LOCOMOTIVES, L.N.E.R. 


This new class is intended for express goods 
and passenger traffic 


(See illustrations on oppesite page) 


first of a new series of 2-6-2 type three-cylinder 
ler locomotives has recently been completed at 
Doncaster works of the London & North Eastern 


T’ 


Rai to the designs of Mr. H. N. Gresley, C.B.E.. 
Chief Mechanical Engineer. It is numbered 4771 and 
named Green Arrow. 

The boiler follows the design of the A.3 type Pacific 
envines. It has a grate area of 41-25 sq. ft.; a firebox 


volume of 252 cu. ft., an evaporative heating surface of 


2,431 sq. ft. and combined total heating surface 3,110 
sq. ft. Two 3}-in. Ross pop safety valves are set for 
a working pressure of 220 lb. per sq. in. The firebars 


are of special design, giving a ratio of air space to total 
erate area Of 56 per cent. 
The boiler barrel has a maximum diameter of 6 ft. 5 in., 


and measures 17 ft. 0 in. between the tubeplates. It is 
provided with a steam collector through which all steam 
entering the regulator must pass. The entrance to the 


steam collector is through a series of circumferential slots 
cut in the top of the barrel plate, an arrangement which 
has proved successful against priming. In order to avoid 
wiredrawing through the slots, their total area has been 
made equal to twice the area through the regulator. The 
double beat type regulator, together with the internal 
steam pipe, are of particularly ample proportions for an 
engine of this size, having a steam area of 38 sq. in. 
Three 5-in. internal diameter smokebox steam pipes are 
provided. The 43-element Robinson superheater header 
is a steel casting, and is fitted with an anti-vacuum valve 
of the L.N.E.R. type. The elements are 13 in. external 
diameter, and have short loops. 

The three cylinders, steamchests, smokebox saddle, and 
ill steam and exhaust passages, are cast as one unit. 
The outside steam pipes are also integral with the main 
Each cylinder is fitted with spring-loaded relief 
valves of large diameter in addition to the usual cylinder 
drain valves. The latter are operated from the foot- 
plate by Bowdenex cable. The piston heads and rods 
are combined in one forging of C class steel. Each head 
s fitted with two rings *% in. wide, and cast iron packing 
is used for the piston glands. All three cylinders drive 
the second coupled axle; the crank axle, taking the drive 
from the centre cylinder, is of five part built-up con- 
struction. The whole of the revolving and 40 per cent. 
of the reciprocating masses are balanced. The centre 
crank has extensions to the crank webs, while crescents 
are cast in the wheel centres. 

The coupled journals are of ample proportions, being 
9} in. diameter by 11 in. long. They are lubricated 
by a 6-feed Wakefield mechanical lubricator carried on 
the left hand running plate. The gearing operating this 
lubricator, and also that of a similar lubricator for the 
cylinders, is fitted with ball bearings throughout. Arm- 
strong oiler pads are fitted to the underside of each 
journal. The connecting and coupling rods are of nickel 
chrome steel, and are lubricated by means of pin trim- 
“00 Felt pads are fitted at the top and bottom of each 
aring. 

[he valve gear is of the type fitted to over 470 loco- 
motives on the L.N.E.R.; the valves for the outside 
cylinders are operated by Walschaert gear, and the inside 
valve is driven through 2 to 1 and equal levers from the 


casting. 


outside valve spindles. The maximum cut-off is 65 per 
cent., in which position the valve travel is 5g in. The 
valve gear has ball and roller bearings throughout. 

Vacuum brake apparatus is fitted to both engine and 
tender. There are two 24-in. diameter brake cylinders 
on the engine, and two of 21 in. 
diameter on the tender, giving a 
brake power at the blocks equal 
to 67 per cent. of the weight on 
the braked wheel. A Davies & 
Metcalfe ejector is provided. The 
leading pony truck is of the 
double swing link pattern, giving 
a translation of 54 in. either side 
of the centre position. All the 
swing link pins and slides are 
grease lubricated. The trailing 
carrier wheels are fitted with Car- 
tazzi axleboxes with a maximum 
translation of 23 in. either side 
of the central position. 

The cab front is extended into 
a wedge form. A particularly good look-out for the engine- 
men is given by the large front windows, which are fitted 
with Triplex safety glass. Side windows and side look-out 
screens are also provided. The boiler is fed by a Davies 
& Metcalfe type H exhaust steam injector on the right- 
hand side, and a Gresham & Craven No. 11 live steam 
under-footplate pattern injector on the left-hand side. The 
boiler barrel and firebox are insulated with Alfol foil 
made up in the form of mattresses; asbestos lagging is used 
for the cylinders. 

The engine is fitted with hand-operated sand gear to 
the leading wheels and steam sanding equipment to the 
driving wheels. The sandboxes and ashpan are of entirely 





End view 


welded construction. The following are the leading 
dimensions : — 
Cylinders, dia. 18} in. 

stroke 26 in. 


6 ft. 2 in. 
3 ft: J in. 
3 ft. 8 in. 
15 ft. 6 in. 
33 ft. 8 in. 
§6. ft: 2 in. 
220 Ib. per sq. in. 


Wheels, coupled, dia. 
leading 
trailing 
Wheelbase, rigid 
engine, total : 
engine and tender, total. . 
Boiler working pressure 


Heating Surface : 


Firebox 215 sq. ft. 
Tubes 1,212 “2 
Flues 1,004 ss 
Total, evaporative 2,431 
Superheater 679 
Combined total 3,110 ee 


Grate area oa ae io ve sis 41-25 
Tractive effort at 85 per cent. b.p. 33,730 Ib. 


” 


The six-wheeled tender carries 74 tons of coal and 
4,200 gallons of water, and a screw-operated water 
pick-up equipment is provided. The weight of the engine 
and tender in working order is 144 tons 2 cwt. of 
which 65 tons 12 cwt. are available for adhesion. 
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PERSONAL 


Mr H. McEwen, Principal 
Assist to, and at present acting as 
Genel Manager, has been appointed 
to Ss d Mr. G. V. O. Bulkeley, 
C.B.I is General Manager of the 
Niger Government Railway. 

Sir Edward Beatty, Chair- 
man President of the Cana- 
dian Pacific Railway, arrived 
at Southampton on Wednesday 


from Canada. 

Mr. George L. Boag, having 
intimated his desire to retire 
from the service of the Great 
Southern of Spain Railway, Mr. 
John R. Gillman has been ap- 
point | to succeed him = as 
General Manager as from June 1. 


Mr. S. W. Nelson, of the 
British Ministry of Transport, 


has been appointed by the 
Secretary of State for the 
Colonies to be Chairman of the 


[Transport Licensing Board of 
the Federated Malay States, a 
new body that is being formed 
to co-ordinate road with rail 
ind other forms of transport, 
ind to control the former. 


Sir Richard Goode, C.M.G 


C.B.E., Deputy Chairman of 
the Rhodesia Railway Com- 
mission, is retiring shortly and 
will leave Bulawayo for England 
this month. Sir Richard 


became one of the original 
members of the commissicn, 
ind Representative of Northern 
Rhodesia, on his retirement 
from the position of Chief 
Secretary of that colony. He 
will be succeeded by Mr. F. H. 
Lowe, ex-Mayor of Livingstone. 

We regret to record the 
death, on June 11, of Mr. 
Herbert Paterson, sometime Managing 
Director of Carter, Paterson & Co. Ltd. 
after a short illness. 


From the London Gazette of June 
12: Regular Army Reserve of Officers, 
General List, Railway Branch: Major 
L. H. Lampitt resigns his commission 
May 20). 

Mr. M. F. Ryan, C.B.E., General 
Manager, Buenos Ayres and Pacific 
Railway, left Buenos Aires by air on 
May 7 en roule for Rio de Janeiro, 
where he embarked on board the Afric 
Maru on a holiday trip to South 
Africa From there Mr. Ryan _pro- 
poses to travel to England by air in 
easy stages. 


THE RAILWAY GAZETTE 


Mr. T. H. Watermeyer, M.Inst.C.E., 
M.Inst.T., General Manager of the 
South African Railways & Harbours, 
who has arrived in London on a busi- 
ness visit, and was entertained at a 
luncheon by members of council of the 
Institute of Transport on Tuesday, as 
reported on page 1182, was born in 





Photo by} Paynes, Cape Town 


Mr. T. H. Watermeyer, 


General Manager, South African Railways & Harbours, 


who is on a business visit to London 


South Africa in 1879. He was edu 
cated in England and began his rail- 
way career with the Cape Government 
Railways in 1902 as a temporary Assis- 
tant Engineer on the Port Elizabeth- 
Avontuur narrow-gauge construction 
work in South Africa. He particularly 
distinguished himself as District Engi- 
neer-in-Charge of the building of the 
Oudtshoorn-Port Elizabeth line (1910- 
13), which surmounted the — great 
Montagu Pass, a work which called for 
very considerable engineering skill and 
resource. He was appointed Assistant 
to the Chief Civil Engineer at Rail- 
way Headquarters in Johannesburg in 
1920, and became Assistant Chief Civil 
Engineer in 1922. Thereafter Mr. 
Watermeyer was promoted to _ be 
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Assistant General Manager of Railways 
at Bloemfontein and he also fulfilled 
the office of Assistant General Manager 
of Railways at Cape Town in 1925, 
where he was at the same time in 
charge of the electrification of the Cape 
Town suburban line. He became 
Assistant General Manager (Technical) 
in April, 1928, and was ap- 
pointed to act as General Mana- 
ger on February 1, 1933, being 
confirmed in the appointment in 
the autumn of that year. Mr. 
Watermeyer is a Member of 
the Institution of Civil Engi- 
neers and of the Institute 
of Transport, the first Overseas 
Vice-President elect of the 
institute and an _ Associate 
Member of the Institution of 
Electrical Engineers. 


We _ regret to record the 
death, on June 16, after a short 
illness, of Mr. William Fawcett 
Osborn, Chairman of Samuel 
Osborn & Co. Ltd., Clyde 
Steel Works, Sheffield. Mr. 
Osborn’s connection with the 
company began in 1878, and 
he had been a_ partner since 
1885, and Chairman since 1905. 
He was the eldest son of the 
founder, the late Alderman 
Samuel Osborn who was Mayor 
of Sheffield in 1890 and Master 
Cutler in 1875, and he leaves 
a son, Mr. S. E. Osborn, who 
is a Director of the firm. Mr. 
W. F. Osborn had been a mem- 
ber of the Cutlers Company 
since 1891 and was. elected 
Master Cutler in 1906. He was 
also a member of the Council 
of the Sheffield Chamber of 
Commerce for many years, and 
a Director of High Speed Steel 
Alloys Limited, Widnes. He 
was a J.P., a prominent Metho- 
dist and a Captain in the Ist 
West York Royal Engineers. 


Mr. A. Moss, who, as announced 
in our issue of June 12, _ has 
been appointed Signal and Telegraph 
Engineer, Scottish Area, L.N.E.R., 
gained his early experience in the Sig- 
nalling Department of the former 
Great Central Railway. He was 
actively associated with the many 
mechanical, power, track -circuiting 
and colour-light signalling schemes 
carried out on that system. During 
the war he served with the Royal 
Engineers (Signals), being engaged 
upon the construction and maintenance 
of lines of communication. Following 
the grouping of the railways, Mr. 
Moss was transferred to the L.N-E.R. 
Signal Engineer’s office at Liverpool 
Street, where, in 1926, he was 
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appointed Indoor Assistant. This posi- 
tion he vacated in May, 1931, to take 
up the appointment of Chief Assistant 
(Signals) to the Engineer (Scotland). 
In April, 1933, he became Signal and 
Telegraph Assistant to the Engineer 
(Scotland) from which position he is 


Mr. A. Moss, 


inted Signal & nan graph Engineer, 
Scottish Area, L.N.E.R. 


Mr. T. H. Royle, 


District Superintendent, York, 
L.N.E.R., 1923-36 


now promoted to be Signal and 
Telegraph Engineer, Scottish Area, 


E.R. 


Mr. L. E. Marr, who, as announced 
in THE Rateway Gazette of June 12, 
has been appointed District Goods 
Manager, Middlesbrough, was educated 
in Newcastle and at Durham Univer- 
sity. He joined the former North 
Eastern Railway in 1922, and, after 
a period of training, was appointed to 
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the staff of the District Goods Mana- 
ger, Newcastle, L.N.E.R., in 1926. In 
the following year he was transferred 
to the corresponding office in Middles- 
brough, and thence to the Passenger 
Manager’s office at York in 1928. Mr. 
Marr was appointed Assistant Goods 


Mr. L. E. Marr, 


Appointed District Goods Manager, 
Middlesbrough, L.N.E.R. 


Mr. L. Sproat, 


Appointed District Superintendent, 
‘ork, E.R. 


Agent at Newcastle in 1929, and two 
vears later became Assistant District 
Goods and Dock Manager, West Har- 
tlepool. In 1933 he was transferred to 
London as Assistant District Passen- 
ger Manager, and in the following 
year was promoted to be District Pas- 
senger Manager, York, the position he 
now vacates to become District Goods 
Manager at Middlesbrough. Mr. Marr 
holds a commission in the Docks 
Group, Royal Engineers, (Sup. Res.). 
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Mr. A. S. Buswell, , ae ae 
nounced in THE RaILway Gazerte of 
June 12, has been appointed District 
Passenger Manager, York mdon & 
North Eastern Railway, born in 
1885, was educated at New 


's Gram- 
mar School, Leicester, joined 


Vr. A. S. Buswell, 


Appointed District Passenger Mar 
York, L.N.E. K. 


The late Mr. Alexander Spencer. 


Chairman of George Spencer, Moulton & Co Ltd 
1919-36. 


the Great Central Railway as al 
assistant clerk in the office of the 
District Engineer at Leicester in 1900. 
He was promoted to the higher erade 
staff in 1910, and on completing his 
course of training in July, 1914, was 
appointed Assistant to the Chief of the 
Rates and Fares Section in the Supert- 
intendent’s Department. On Mr. H. 
Hunt leaving the Great Central se rvice 
to take up the position of Gene oral 
Manager of the Londonderry & Lough 
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Swilly Railway, Mr. Buswell succeeded 
him as chief of the rates and fares 
section of the Superintendent’s De- 
partment. In 1919 he was Chairman 
of the Passenger Train Rates and Fares 
Conference at the Railway Clearing 
House, and in January, 1920, was 
appointed Assistant Traffic Manager 
(Operating) for the Southern Division 
of the Great Central Railway, in suc- 
cession to Mr. S. E. Fay. He was 
appointed Assistant District Superin- 
iendent, Marylebone, L.N.E.R., in 
October, 1923, and in December, 1927, 
became Assistant District Superin- 
tendent, Manchester. Mr. Buswell is 
a foundation member of the Institute 
of Transport. 


Mr. T. H. Royle, who, as announced 
in THe Ratbway GAZETTE of June 12, 
is retiring from the position of District 
Superintendent at York, L.N.E.R., was 
educated at Brewers School, Tower 
Hill, London, and went to America in 
1889, in connection with phosphate 
mining and fertilizer manufacture: he, 
however, returned to this country in 
1892. In June, 1893, he went to India 
to join Carew & Company, sugar manu- 
facturers and rum distillers, at Shah- 
jahanpur, in the United Provinces. In 
April, 1902, he joined the Rohilkund 
ind Kumaon Railway as an Assistant 
Traffic Superintendent, nd officiated as 
Traffic Superintendent from November, 
1904, until he was confirmed in that 
position in July, 1907. Whilst at home 
on leave in 1909, Mr. Royle joined the 
former North Eastern Railway as 
Assistant District Superintendent, Sun- 
derland, in November of that year. He 
was appointed District Superintendent, 
Middlesbrough, in 1912, and was trans- 
ferred to York in similar capacity on 
January 1, 1923, the position from 
which he now retires. 


Mr. L. Sproat, who, as announced 
in THE RatLway GAZETTE of June 12, 
has been appointed District Superin- 
tendent, York, L.N.E.R., matriculated 
at London University and then joined 
the former North Eastern Railway as 
a clerk at Brampton Junction in Janu- 
ary, 1912. He afterwards worked as 
a relief clerk attached to the District 
Goods Manager’s office at Newcastle 
until 1916, when he joined H.M. 
Forces and served in France, holding 
a commission in the Durham Light 
Infantry. After demobilisation in 
1919, Mr. Sproat was employed in the 
Chief Goods Manager’s office at York, 
but two years later was appointed a 
traffic apprentice. In 1923 he became 
Assistant Yardmaster, Dunston, and 
in 1924 was promoted to be Operating 
Assistant to the Dock Superintendent, 
Alexandra Dock, Hull. He was ap- 
pointed Chief Clerk to the District 
Superintendent, Newcastle, in 1925, 
and in the following year was pro- 
moted to be Assistant to the District 
Superintendent at York. Further pro- 
motion followed, as in 1928 he became 
Assistant District Superintendent, New- 
castle, and Assistant to the Superin- 
tendent (Trains) North Eastern Area 
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in 1933, the position he now vacates 
to become District Superintendent, 
York. Mr. Sproat won the General 
Manager’s Prize Essay competition in 
1922. 


Mr. E. W. Arkle, who, as announced 
in THE RatLway Gazette of June 12, 
has been appointed District Passenger 
Manager, Newcastle, L.N.E.R., was 
born in Birkenhead and educated at 
Marlborough and _ Exeter College, 
Oxford. He joined the Scottish Area 
of the L.N.E.R. in 1923, but was trans- 
ferred to the North Eastern Area in 
1925 and spent the next two years 
training in the Sunderland, Darlington 
and West Hartlepool Districts. During 
1927-28 he was engaged in .the Chief 
General Manager’s office at King’s 
Cross in connection with mineral trans- 
port and industrial agency, and during 
the latter year also in the Goods 
Manager’s Office, York, in connection 
with container traffic and the extension 
of the North Eastern Area motor 
lorry fleet. Mr. Arkle was appointed 
head of the works and docks section 
of the District Goods Manager’s office 
at Hull in 1929, but from September 
in that year onwards he spent a year 
on the German State Railway, study- 
ing all branches of work in various 
parts of the country. Thereafter he 
was employed in the traffic and 
statistical section of the Divisional 
General Manager’s office, York, until 
in July, 1933, he was promoted to be 
Assistant District Goods Manager at 
Newcastle. It was in October, 1934, 
that he was appointed Assistant 
District Superintendent at Newcastle, 
the position from which he is now 
promoted to be District Passenger 
Manager, Newcastle. 


We regret to record the death, on 
June 13, of Mr. Alexander Spencer, 
Chairman of George Spencer Moulton 
& Co. Ltd. Mr. Spencer was trained 
as a mechanical engineer at the Derby 
shops of the former Midland Railway 
prior to his joining his father, Mr. 
George Spencer, in 1880, in the firm 
of which he has been Chairman for 
the past 17 years. He was also Chair- 
man of the General Railway Signal 
Co. Ltd., and of the Superheater Co. 
Ltd., and was a Director of the Metro- 
politan-Cammell Carriage and Wagon 
Co. Ltd., as well as being a member 
of the Institution of Mechanical En- 
gineers and President of the Research 
Association of British Rubber Manu- 
facturers. Mr. Spencer was a Fellow 
of the Royal Geographical Society. 

The funeral took place at Putney 
Vale cemetery on Wednesday, and 
was largely attended. 


Mr. H. H. Grindley, General Mana- 
ger, Central Uruguay Railway, left 
Rio de Janeiro for Europe on leave by 
the Graf Zeppelin on May 13. 


Sir Guillermo E. Leguizamon, 
K.B.E., Chairman, Local Boards, B.A. 
Great Southern and B.A. Western 
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Railways, and Dr. Luis P. O'Farrell, 
Chairman, Local Board, B. A. and 
Pacific Railway, sailed for England 
on June 5, on a business visit. 


The President of the Federation of 
British Industries, Lord Hirst, has 
approved of the following designation 
for the four principal assistants to the 
Director of the Federation, Mr. Guy 
Locock :— 

Mr. R. Glenday to be Economic 
Adviser. : 

Mr. Moir Mackenzie to be Director 
of Empire Organisation. 

Mr. C. F. I. Ramsden to be Director 
ot Foreign Organisation. 

Mr. D. L. Walker to be General 


Secretary 


It is with regret that we have to 
record the death, on June 13, at St. 
Leonards, of Mr. W. J. Joslin, M.B.E., 
at the age of 68. He had 45 years’ 
service with the former Great Eastern 
and London & North Eastern Rail- 
ways, in the London District, and will 
be remembered most widely as the 
Stationmaster at Liverpool Street from 
1912 to 1927, his tenure of office cover- 
ing the exacting period of the war. 


Mr. G. H. Roussillion, a British 
engineer, who had been engaged on 
railway construction in Argentina for 
many years, died in Buenos Aires on 
April 29, aged 74. At different times 
he was connected with the Government 
service, the B.A.G.S., B.A. & Rosario 
(now incorporated in the Central 
Argentine system), and B. A. Western 
Railways. With the latter company 
he carried out a large number of im- 
portant works between 1901 and 1923, 
when he retired on pension. 








INSTITUTE OF TRANSPORT (METRO- 
POLITAN GRADUATES AND STUDENTS) 
PROGRAMME.—The programme for 
1936-37 of the Metropolitan Graduate 
and Student Society, Institute of Trans- 
port, has now been issued. The inaugural 
meeting and address by Sir Alfred Read 
will be held on October 27, and the 
annual reunion on November 18, the 
latter at the Windsor Castle Restaurant, 
3. WE. The following papers are 
announced for reading and discussicn at 
the monthly meetings :— 

November 3, ten minute papers: ‘ Appli- 
cation of Motor Transport to Tramway Track 
Maintenance,” by Mr. C. J. Withey; ‘ Private 
Hire Operation Under the Road Traffic Acts,’” 
by Mr. L. D. Kitchin; ‘“ Some Little-known 
Difficulties of the Locomotive Running Depart- 
ment,” by Mr. A. Sapsford; ‘“ Storage,’’ by 
Mr. J. R. F. Taylor. 

December 1, ‘“ Transport. Accounts and 
Finance,” by Mr. S. B. Budworth, 

January 5 (1937), ‘*‘ Examinations,” by Mr. 
C. E. R. Sherrington, M.A. 

February 2, “ Transport and Sport,’’ by Mr. 
E. Tyler. 

March 2, “ Organisation of the Omnibus 
Industry in Great Britain,” by Mr. Charles F. 
Klapper. 

April 6, “ Long Distance Goods Road. Trans- 

port Operation,” by Mr. E. R. H. Davis. 
The session will conclude with the 
annual general meeting and an exhibi- 
tion of the Port of London Authority 
film on May 5, 1937. 
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Luncheon to Mr. T. H. Watermeyer 


Mr. T. H. Watermeyer, General 
Manager, South African Railways and 
Harbours, was’ entertained at a 
luncheon in London by present and 
past members of the council of the 
Institute of Transport on Tuesday, 
June 16. Mr. Watermeyer is a Vice- 
President elect of the institute and the 
Chairman of its South Africa Centre. 
Those present included :— 

Sir Sam Fay, Sir David J. Owen, Messrs. 
Sidney E. Garcke, Roger T. Smith, and William 
Whitelaw (Past Presidents), Sir Ralph L. 
Wedgwood, C.B., C.M.G., Messrs. \ WwW. 
Arthurton, A. | Barber, (¢ Bostock, A. F. 
Bound, W. P. Bradbury, O.B.E., C. R. Byrom, 
O.B.E., H. R. Campfield, A. L. Castleman, 
\. R. Cooper, C. Cooper, W. J. Elliott, W. H 
Gaunt, O.B.E., C. le M. Gosselin, G. E. Woods 
Humphery, C.B.E., E. B. Hutchinson, R. Kelso, 
\. E. Kirkus, O.B.E., D. R. Lamb, Lt.-Col 
4. H. L. Mount, C.B., C.B.E., Messrs. J. S 
‘icholl, J. Pike, O.B.E., C. E. R. Sherrington, 
M.C., C. J. Spencer, O.B.E., A. Winter Gray 
Secretary of the Institute 

The President of the Institute, Sir 
Cyril Hurcomb, K.B.E., C.B., who 
occupied the chair, proposed the health 
of the guest. 

In extending a hearty welcome to 
Mr. Watermeyer from all branches of 
transport in Great Britain, the Chair 
man congratulated him on being the 
first overseas Vice-President of the 
institute He had done much for the 
South Africa Centre, which had been 
in existence for about 10 years, since 
the days of Sir William Hoy, and the 
membership of which had increased 
during his chairmanship from 300 to 
500. The centre was fortunate in its 
Chairman and also in its energetic 
Secretary, Mr. N. A. Paterson. The 
thanks of the institute were also due 
to Mr Watermeyer for the generous 
hospitality accorded to members of the 
council who had visited South Africa 
during the last two or three vears. 
Had his visit to England occurred dur- 
ing the institute session, Mr. Water 
meyer might possibly have read a 
paper at one of the ordinary meetings, 
but in the circumstances he would 
ask him to give them a brief idea 
of some of the problems of transport 
which had to be faced in South Africa. 
Mr. Watermeyer was both an engineer 
and a railway manager, and his views 
on transport were sure to be of par 
ticular interest. 

Mr. Watermeyer, after thanking the 
President and the Institute for their 
warm welcome, gave some interesting 
details of the organisation and achieve 
ments of the South African Railways 
and Harbours, which was a State 
owned undertaking and second only 
in size and importance to the Union 
itself. As head of the railways, docks, 
harbours, and airways—and_inciden 
tally of the lighthouses round the 
coast—he was responsible to the Mini 
ster of Railways. There was also a 
Railway Board responsible to the same 
Minister. Certain advantages and dis- 
advantages of State ownership were 
touched upon by Mr. Watermeyer, 
who went on to describe some of the 


activities of the railway and other 
undertakings. Most of the 12,000 miles 
of railway in South Africa consisted 
of single line, but although the stan- 
dard gauge was 3 ft. 6 in. only, the 
latest coaching stock was © ft. 3 in. 
wide and 91 ft. 4} in. long. The 
budget of the railways alone was 
£575,000 per week, a revenue about 
equal, he believed, to that of the 
Great Western and Southern Railways 
combined. The journey between Cape 
frown and Johannesburg, 1,000 miles, 
was now covered in 25 hr. and the 
speed on some sections had reached 
70 m.p.h. which was not too bad for 

narrow gauge railway. The abnormal 
prosperity of the gold mining industry 
due to the high price of gold, had 
resulted in increased railway receipts. 
fo meet the traffic problems of the 
Rand, electrification of existing lines 
in that area was being rapidly pushed 
forward, and by the end of the year 
it was hoped that the whele of the 
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lines in the neighbourhood Johan- 
nesburg would be electrified Natal 
too, the extension of elec} 


ictior 
was in progress and 400 mil jae 
line would shortly bi trified 
throughout. The road mi: ervice 
of the administration tot some 
10,000 miles annually, and was 
now ae regular air se from 
Johannesburg to Durban Cap 
Town, and to other parts of 1 Union 
The docks and_ harbours South 
Africa were being further ped 
particularly at Cape Town Dur 
ban, and at Port Elizabeth shi uld 
enter or leave at any state « tidk 
or in any weather. 

Sir David Owen, in movi vote 
of thanks to the Chairman 1 the 
was interested in the appar ito 
cracy of Mr. Watermeyer, n 
trolled railways, docks, harbours, and 
other transport, and humoroi sug 
gested that the other great d ; of 
this country might be brought under 
the Port of London Aushortt with 


perhaps the railways and other trans 
port as well. 








The Northern Belle 


[he Northern Belle cruising train of 
the L.N.E.R. is making three tours this 
vear, the last of which leaves King’s 


Cross tonight (Friday) at 9 p.m. 
Previous departures have been on 
May 29 and June 12. [he train is 


made up of a seven-coach day portion 
and a six-coach night portion with 
brake van—fourteen vehicles in all. 
The day coaches consist of a_ brake 
first; non-convertible third; kitchen car; 
two open firsts; hairdressing, office, 
ladies’ lounge, and buffet car; and 
saloon. Six first sleepers (three with 
showers) and a brake van constitute the 
night portion. 

The combined train runs on Friday 
night from King’s Cross to Aberdeen, 
where the first day is spent. At 11.15 
p-m. on Saturday the night coaches 
leave for Ballater, the day portion 
following empty. During Sunday the 
sleeping cars are sent to Aberdeen and 
back for servicing. 

On Monday morning passengers 
leave Ballater for Perth in the day 
coaches. The night portion is run 
ahead separately to Aberdeen, but is 
there joined to the rest of the train. 
After passengers have detrained at 
Perth the combined train runs empty 
to Glenfarg, where passengers rejoin 
the sleeping cars for the night. Mean- 
while the day portion is sent on ahead 
to Craigentinny for servicing, and is 
despatched thence to Dalmeny_ on 
Tuesday morning for re-attachment to 
the night carriages en route for Balloch 
pier. At Balloch passengers embark 
for the trip up Loch Lomond to Ardlui 
by steamer, there rejoining the day 
carriages for an excursion to Fort 
William and Mallaig, returning to Fort 
William to spend the night in the sleep- 


Train Cruise, L.N.E.R. 


ing cars, which have been worked ther 
independently. 

The journey from Fort William to 
Crianlarich on Wednesday morning is 
made in the day carriages, the empty 
sleeping cars preceding them The 
combined train then runs empty to 
Cowlairs, proceeding later to Craigen 
doran to pick up the passengers, who 
travel in it to Edinburgh. During 
Thursday, which is spent in Edinburgh 
the train is sent to Craigentinny for 
cleaning and servicing. The _ return 
journey to London, in the combined 
train, starts from Waverley station at 
12.5 a.m. on Friday, reaching King’s 
Cross at 10.45 a.m. 

It will be noticed that apart from 
the outward and homeward journeys 
and the sections between Aberdeen and 
Perth, and Craigendoran and Corstor 
phine, the two parts of the train were 
worked separately except when empty. 
As usual, road and steamer excursions, 
and sightseeing tours in Edinburgh, 
have been combined with the itinerary 
of the train. 








ARGENTINE GREAT WESTERN MORA 
roRIuM.—The Argentine Great Western 
Railway Company’s stockholders com- 
mittee has resolved to extend the mora- 
torium period in respect of the interest 
and dividend on the 4 per cent. second 
debenture, 5 per cent. debenture, and 
6 per cent. guaranteed preference, from 
June 30, 1936, to June 30, 1937. The 
moratorium also applies to the Buenos 
Ayres & Pacific Railway Company's 


43 per cent. second debenture, 43 per 
cent. consolidated debenture and 5 per 


cent. (1912) debenture stock, also to 
Villa Maria and Rufino Railway Com- 
pany’s 4} per cent. guaranteed stock. 
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Change Rules the Rails 


Summary of a paper delivered to the Traffic Club 
of Wilmington, Delaware, by Dr. C. M. A. Stine 


(See editorial comment on page 1157) 


Dr. Stine referred to the shrinkage 
in 1 nues suffered by all forms of 


transport except aviation in_ recent 
yeal ind although recognising the 


immense advances of the American 
railwoys suggested that the weakness 
in their armour today was lack of re- 


sear the wide recognition of the 
importance of which in industry did 
not yme until industry was pressed 
to solve the production problems aris- 


ing out of the world war. The com- 
petition with which the railways were 


face today could, he thought, be 
largely met by the application of 


scientific research, for which the rail- 
ways still lacked anything like ade- 


quate facilities. They depended on 
their suppliers for new equipment 
developments, and their own efforts 
were confined in the main to testing 
the iscoveries of others. 

For the motor manufacturer, how- 
ever, there had been no other choice 


in the face of competition than inten- 
sive research, which had made it pos- 
sible for the motorcar to achieve a 
development in 40 years equal in mag- 
nitude to the railroad development of 
100 years. The locomotive and rolling 
stock in use today were little different 
in principle from those of 100 years 
ago, and the methods of operation still 
left the average overall speed of 
freight from consignor to consignee at 
less than 10 m.p.h. Of the average 
freight car’s life only 10 per cent. 
was spent on the road, and for*every 
net ton of freight hauled the railroad 
had to move 24 gross tons, while lack 
of shock-proofing caused enormous 
damage to goods. 

As the greater part of Dr. Stine’s 
life had been spent in the chemical 
industry, which was based on scien- 
tific research and dedicated to change, 
he proceeded to describe in_ broad 
outline the chemically induced changes 
in some of the major industries, to 
indicate the value of scientific research 
in general and its possible value to 
the railroads in particular. Chemical 
research had made possible not only 
the manufacture of the motorcar itself, 
but had been fundamentally important 
in establishing the oil, rubber and 
modern highway industries. 

In 1913 it took six weeks to apply 
the 22 coats of paint to a motor body, 
which now can be finished from the 
raw metal in a single day in colours 
that did not exist for this purpose 
before, and in finishes of a durability 
once thought unobtainable. The old 
paint was shabby in six months and 
repainting cost from $50 to $150, but 
the present finishes will last the life 
of the car. 

The demand for lighter, stronger, 
and rust-resisting metals for aircraft 
and motorcars had revolutionised steel- 


making, incidentally making possible 
some of the most recent changes in 
railway rolling stock. Had it not 
been for the development of  high- 
speed steels, many of the lower-priced 
motorcars would cost five times their 
present price. New materials and 
fabrics had further contributed to mak- 
ing the motorcar foolproof and cheap, 
but in the final analysis the vehicle 
was no better than its tyres. 

The early tyres, five sets of which 
were needed for 15,000 miles of run- 


ning, would have made the cost of 
large scale freight transport by road 
prohibitive. Research had _ rapidly 


succeeded in prolonging tyre mileage 
from 3,000 to over 20,000, and now 
a man-made substitute for rubber, 
actually superior in some respects, had 
been produced. Although this sub- 
stance, known as DuPrene, was over 
six times the present cost of natural 
rubber, it was believed that its more 
extensive production would enable its 
prices to be brought down to a level 
justifying its use for tyres. The 
rubber parts of a motorcar were those 
with the longest life, and the chemist 
was still improving this durability. 
The chemist had been the impelling 
force in developing the petroleum and 
lubricating oil industries. He had 
produced anti-knock fuels, and_ oils 
capable of carrying double or four 
times the gear loads within their capa- 
city before chemical treatment. Road 
surfaces had been similarly developed. 
Superficially, the consequent growth 
of road transport had been a headache 
to the railways—but an inspirational 


headache. In ten years, ten hours 
had been cut from the rail journey 
between Chicago and Fort Worth. 


Miami was now eight hours nearer to 
Chicago; Los Angeles ten hours nearer; 
and both San Francisco and Portland 
(Oregon) were nearer by nearly a whole 
day. 

At the same time, the railways had 
recognised the value of road transport 
in their own sphere. Between 1926 
and 1930 the number of lorries they 
operated rose from 1,600 to 7,000. In 
1935 they owned directly or indirectly 
48,000 of these vehicles. The motor 
industry itself contributed about 13 
per cent. of the total goods tonnage 
carried by the railways, which in ten 
years had handled 32 million carloads 
of vehicles, accessories and fuel, yield- 
ing a total revenue of over $4} billion. 

Dr. Stine then outlined the contri- 
bution of chemical research to the lum- 
ber industry and its derivatives, such 
as paper making. The paper industry 
itself had an annual average produc- 
tion of ten million tons. For every 
million tons which left the mills, some 
million and a half tons of raw materials 
—mainly chemicals—had already been 
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supplied to them by the various trans- 
port agencies. Wood pulp _ tonnage 
amounted to almost 340,000 railway 
carloads annually. 

Wood was more than wood to the 
chemist, who had produced from it 
a material of limitless possibjlities— 
cellulose. Rayon, another of his pro- 
ducts, reached a world-wide output of 
over a billion pounds in 1935. Wood 
was wood in the old days, not so long 
ago, but it was a clever chemist who 
could recognise it in all its forms today. 

Wood itself was being changed by 
chemical research. Wood preserving 
was started in connection with railway 
sleepers, and was now being extended 
to most purposes where permanence 
was desired. The aim of research was 
rot-proof, termite-proof and almost 
fireproof wood. Blue stain, which used 
to cost the wood industry about $10 
million a year, was a problem which 
had already been removed. 

Chemistry had made its contribution 
to the electrical, wireless, and avia- 
tion industries. As to the latter, it 
was aluminium which, perhaps more 
than anything else, had _ enabled 
American airways to regain four times 
the passenger traffic and eleven times 
that in parcels they had carried in 
1929. Transport consumed about 38 
per cent. of the total aluminium pro- 
duction, being its largest individual 
purchaser. Chemistry had also devel- 
oped safe refrigerants, which were 
used in more than half the air-con- 
ditioned railway passenger coaches 
ordered last year. 

Dr. Stine did not wish to imply that 
research was the panacea for ail rail- 
way ills, but he considered they 
would have to exert themselves to the 
utmost in this respect in the near 
future. Among the questions he urged 
them to consider were the distribution 
of coal from mine to user by pipe- 
line in gas or liquid form, the con- 
version of abandoned railway lines 
into high-speed motor roads, and 
further provision for the transport of 
special types of freight. He was sure 
that by the enhanced application of 
scientific research, the railways would 
attain to improved efficiency and 
safety, and lower costs. 








Forthcoming Events 


19-20.—Institution of Railway Signal 
Engineers, at Liverpool. Summer Meeting. 
June 19-21,—Stephenson Locomotive Society. 

Summer Tour. 
June 26 (Fri.).—East Indian Railway Officers, 
at Trocadero Restaurant, Piccadilly Circus, 


June 


London, W.1, 6.30 for 7 p.m, Annual 
Dinner. 
July 2 (Thurs.).—Institution of Electrical 


Engineers, at Natural History Museum, 
Cromwell Road, London, S.W.7, 8.30 p.m. 
Annual Conversazione. 


July 4-9.—Permanent-Way Institution, at 
Plymouth. Annual Convention. _ ; 
July 15 (Wed.).—Institution of Electrical 


Engineers, Savoy Place, London, W.C.2. 
Conversazione and Reunion of Overseas 
Members. 
July 17-20.—Railway Students’ Association, at 
~ " Highfield Hall, University of Southampton. 
Convention. 
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Railway Staff and Labour Matters 


Important developments have occurred 
this week in regard to railway wage 
questions. On Friday last, June 12, 
the General Managers of the four main- 
line railway companies met representa 
tives of the National Union of Railway- 
men, the Associated Society of Loco- 
motive Engineers and Firemen, and the 
Railway Clerks’ Association in London 
in connection with the applications 
made by those trade unions for discon 
tinuance of the percentage deductions 
from earnings, operating under the 
agreement of August 10, 1934; and 
variation of certain conditions of 
service, as determined by National 
Wages Board Decision No. 119, of 
March 5, 1931. Reference was made 
to the proposals which were put forward 
at’a joint meeting on March 25 last 
with a view to reaching a settlement 
of the Unions’ claims. These propo 
sais were as follow: 

That as from the first full pay fol 
lowing July 1, 1936, the deduction of 
2) per cent. from all earnings, at present 
operating under the agreement of 
August 10, 1934, shall be replaced by a 
deduction of 1} per cent. from all earn 
ings. Conditions of service as deter 
mined by National Wages Board Decision 


No 119 to continue in_ force These 
irrangements to operate for a period of 
twelve months and_ thereafter until 


varied by agreement or by decision of 
the Railway Staff National Tribunal.”’ 
The trade union 
stated that; the proposals had_ since 
been considered by delegate conferences 
of the respective unions, and_ the 
decisions taken by these bodies were 


representatives 


explained. 

It will be recalled that the annual 
assembly of delegates of the Associated 
Society of Locomotive Engineers and 
Firemen decided on May 18 that ‘‘ the 
executive committee be instructed to 
prosecute our claims’ through the 
Machinery of Negotiation, and, on the 
decision of the Railway Staff National 
rribunal being known, the same to be 
submitted to the branches, and _ this 
annual assembly of delegates’ re 
assembled to decide acceptance or 
rejection.”’ 

The position of the National Union 
of Railwaymen and the Railway Clerks’ 
Association was, however, different. 
rhe special general meeting of the 
National Union of Railwaymen, held in 
May, while expressing disappointment 
with the proposed settlement as being 

too meagre ’’ had, nevertheless, in 
structed the negotiating committee 
augmented by two delegates appointed 
by the conference—to continue negotia- 
tions with the General Managers. The 
Railway Clerks’ Association’s confer 
ence expressed somewhat similar views, 
but it seems clear that, up to June 12, 
neither the National Union of Railway 
men nor the Railway Clerks’ Associa- 
tion, had specifically rejected the pro 
posals. 

The official communiqué, issued 
after the meeting on June 12, an- 


nounced that ‘‘ the General Managers 
were not prepared to improve the terms 
of the proposed settlement ’’ and it may 
thus be assumed that the trade union 
representatives endeavoured to obtain 
some betterment of the offer made in 
March. As they were not successful 
in this they declared their intention of 
considering the situation anew and a 
joint meeting of the executive commit- 
tees of the three railway trade unions 
was held at Unity House the following 
day, Saturday, June 12. Afterwards 
it was officially stated by Mr. March- 
bank that ‘‘ the executive of the 
National Union of Railwaymen is re- 
porting the whole position to a special 
delegate conference in London on 
Wednesday. In the meantime the 
situation is also being considered by 
the executives of the other two 
unions.”’ 

The special general meeting of the 
National Union of Railwaymen 
assembled in London on Wednesday 
(June 17) and decided to reject the 
terms of the proposed settlement. 
The meeting ‘‘ empowered the executive 
to proceed with the full claim through 
the remaining stages of the negotiating 
machinery.’’ The meaning of this deci- 
sion is that the National Union of 
Railwaymen will refer to the Railway 
Staff National Council its claim for the 
discontinuance of the deduction of 
1} per cent. from all earnings; also 
for overtime, night duty, and Sunday 
duty to be paid at the rates which were 
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paid prior to the operation National 
Wages Board Decision No. }/9 dated 
March 5, 1931. Failing reement 
by the council, the union ll, pre- 
sumably, refer the claims to t Xailway 
Staff National Tribunal for ; rmina- 
tion, 

The wage position affectii railway 
shopmen—a body of staff ; ibering 
over 100,000 has also been er dis 
cussion during the past week \t the 
present time, and under the provisions 
of an agreement of the National Rail 
way Shopmen’s Council, th wnings 
of railway shopmen (other t! those 


employed on the Great Centra! Section 
of the London & North Eastern Rail- 


way and on the Cheshire lines e sub 
ject to a deduction of 23 | cent. 
During recent months negotiations have 
been proceeding in regard to a ippli 
cation by the employees’ side of the 
council to secure the termination of the 
percentage deduction, and at a meeting 
held on March 26, and with a view 
to reaching a settlement, it was sug 
gested that as from July 1 next the 


deduction should become one of only 14 
per cent. This proposal has since been 
considered by the various trade unions 
concerned and the position arising 
therefrom was discussed at a meeting 
of the National Railway Shopmen’s 
Council held in London on Friday last, 
June 12. As in the case of the meeting 
in regard to the main body of railway 
staff, the companies’ representatives on 
the council were unable to improve 
the terms of the proposed settlement.’ 


This reply is to be further considered 








New Green Line Coaches.—The 
London Passenger Transport Board has 
begun to take delivery of 50 Regal T 
type Green Line coaches. These vehi- 
cles, which are of new design, will be 
allotted as they arrive to routes | 
(Abbots Langley and Crawley), J (Wat- 
ford and Reigate), Kl (Baldock and 
Dorking), and R (Chesham and Oxford 
Circus). The exterior appearance of 


these coaches, which seat 30 passengers, 
is indicated by the accompanying illus- 
tration. There are many interior refine- 
ments. The tubular metal seats are 
upholstered with porous rubber and an 
improved system of ventilation and 
heating has been adopted. A conve- 
niently placed handle enables each win 
dow to be adjusted easily to any 
desired height. 
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RAILWAY AND OTHER MEETINGS 


British Electric Traction Co. Ltd. 


The ordinary general meeting of the 
Britis: Electric Traction Co. Ltd. was 
held on June 12 at Winchester House, 
Old vad Street, E.C., Mr. J. S. 
Aust Chairman of the company, 
icccquanes ae F , 

T Chairman, in moving the adop- 
tion the report and accounts, said 
that he knew there were occasions 
when shareholders assembled in order 
to s uncomplimentary things about 
their chairman, but he did not think 
that is the case that day. It was 
not his custom to worry the share- 
holders by going over the statements 
in the report and the figures in the 
balance sheet, but he wished to draw 
their attention to the first line of the 
report, which told them the gross earn- 
ings of the company, and he did so 
because this was the first occasion in 
which those gross earnings had ex- 


eeded half a million pounds. 

He also wished to point out that 
their profits for the year showed an 
increase of £32,000, following on an 
increase in the’ previous’ year of 
£37,000, so that in the two years it 
would be seen that they had had an 
increase of about £70,000. He did 
not think that the shareholders could 
fairly ask them to maintain that rate 
of increase in the profit, but he had 
no hesitation in saying that in the 
current year they would have a sub- 


stantial increase — something with 
which the shareholders ought to be 


satisfied—and he said that wecause 
their good friends, Tilling and British 
Automobile Traction Limited, had again 
ome to their help with a substantial 
share bonus. That bonus did not yet 
ippear among the company’s list of 
investments, but he could tell them 
that if they liked to take the market 
price of those shares as an indication 
of their value, that bonus was equiva- 
lent to a present of about £1,500,000. 
He would take the opportunity of 
stating that, if they cared to value 
their whole holding in that company 
upon the same basis, there was enough 
to repay at par the whole of the 
British Electric Traction Company’s 
debenture stocks and share capital, 
including the deferred stock, and leave 
a margin over of about £2,000,000. 
The directors were not presenting a 
valuation this year. He was not a 
believer in valuations. The fact was 
that there was a great deal of dif 
ference between valuation and value. 
He did not know what the valuation 
of this company came out at this year, 
and he not know what the value was 
but he did know that the value of 
the company had increased materially 
during the year. Shareholders could 
get at the figure by seeing that the 
profits had increased by £32,000; then 
they could add to that the tax, be- 
cause that profit had already paid tax, 
and thus they would get an amount 
which, multiplied by twenty, would 


give them some idea. He had not 
dene it himself, but he thought that 
it would come out at about £800,000 
or something of that sort. He did not 
give that as an actual figure, but simply 
as a concrete indication of what their 
actual value had probably increased 
by during the year under review. 

He had always been interested in 
two questions concerning buses—what 
a bus cost and what a bus earned. 
Buses varied in price, but an ordinary 
bus on an ordinary road could be put 
down as costing £1,400; in addition to 
the actual cost of a bus, however, 
there was the heavy expense of 
parages, offices, workshops, and spare 
buses, so that a new bus company start- 
ing business would require capital on the 
basis of at least double that sum per 
bus. 

On the subject of profits, it could 
be taken that a bus earned just under 
Ijd. per car-mile. They endeavoured 
to run each of their buses a 100 miles 
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a day, and it could be taken that a 
bus earned about 10s. a day. The pro- 
fit was thus very small, and, indeed, 
was less than the earnings of the 
driver, which averaged 14d. per car- 
mile. 

Actually, therefore, there was a very 
small margin of profit, and really they 
wcre working on a razor edge. If 
every bus last year had always carried 
one passenger fewer, there would have 
been practically no profit at all. Put- 
ting it in another way, it was the odd 
man in every bus who earned the 
whole of the profits for the company. 
He did not want to make shareholders 
nervous; so he would tell them that 
that odd man was still there. Long 
might he live, for he was a jolly good 
fellow! What he had told them would 
show how very near the knuckle they 
were, and how a very small increase in 
expenditure or falling off in passengers 
would make a very considerable dif- 
ference. The moral appeared to be 
that they should not bring up their 
sons to be bus proprietors, but should 
make them bus drivers. 

The report and accounts were unani- 
mously adopted. 
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Central Argentine Railway.—The 
directors announce that the dividend 
due on July | on the 6 per cent. cumu- 
lative convertible preference stock has 
not been earned and cannot therefore 
be paid. The dividend on this stock is 
in arrear from July 1, 1932. 


Leopoldina Railway.—Interest due 
for the half-year ending June 30, 1936, 
on the £1,000,000 64 per cent. termin- 
able debentures, 1938, will be paid on 
and after July 1, 1936, at Messrs. Glyn, 
Mills & Co., 67, Lombard Street, E.C.3. 
Coupons must be left three clear days 
for examination. 


Leopoldina Terminal Co. Ltd. 
Interest due for the half-year ending 
June 30, 1936, on the issue of £1,250,000 
5 per cent. first debentures will be paid 
on and after July 1, 1936, at Messrs. 
Glyn, Mills & Co., 67, Lombard Street, 
E.C.3. Coupons must be left three clear 
days for examination. 


Rohilkund & Kumaon Railway. 
An interim dividend has been declared 
for the half-year ending March $31, 
1936, of 4 per cent., together with a 
bonus of 3 per cent. or 7 per cent. in all, 
on the ordinary stock. The dividend 
and bonus will be paid less income tax 
at the rate of 2s. 7d. in the /, and will 
be payable on July 27, 1936. 


Bengal & North Western Rail- 
way.—The board, after placing as 
usual £35,000 to sinking fund, has 
declared an interim dividend for the 
half-year ending March 31, 1936, of 
4 per cent., together with a bonus of 
4 per cent. or 8 per cent. in all, on the 
ordinary stock. The dividend and bonus 
will be paid less income tax at the rate 
of 2s. 7d. in the £, and will be payable 


OTHER REPORTS 


on July 27, 1936. A-year ago the same 
distribution was made. 


Assam Railways & Trading Co. 
Ltd.—Dividends for the half-year end- 
ing June 30 next are announced on the 
pre-preference A shares of 4 per cent. 
actual and on the new 6 per cent. 
preference shares of 3 per cent. actual, 
both payable on July 4. 


Bengal- Nagpur Railway.—The 
board has declared from the reserve 
an interim half-yearly dividend of } per 
cent. on the ordinary stock, payable 
on July 1, making, together with the 
guaranteed interest of 1} per cent. 
then due, a distribution of 2 per cent. 
(unchanged). 


Southern San Paulo Railway. 
The decrease in receipts for the year 
1935 is mainly accounted for by the 
lower sterling value of Brazilian cur- 
rency obtained in respect of the interest 


on the company’s holding of State 
bonds. Revenue charges, including 


debenture interest and provision for 
income tax and contingencies, amounted 
to £32,847 (against £32,604). Notwith- 
standing that three half-years’ interest 
on the company’s holding of State of 
Sao Paulo bonds was credited to revenue 
account, and only one year’s interest on 
the company’s 5 per cent. debenture 
stock was debited, there was a loss for 
the year of £1,385. The directors point 
out that while the sterling rate of 
exchange for Brazilian currency re- 
mains under 4d. per milreis (the present 
rate is about 23d.) the company’s 
annual revenue, which is almost entirely 
derived from the interest it receives in 
that currency on its holding of State of 
Sao Paulo bonds, is not sufficient to 
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meet annual charges, including the 
interest in full on the 5 per cent. deben- 
ture stock. Unless, therefore, exchange 
improves, the directors are of opinion 
that a scheme of arrangement will have 
to be submitted to the debenture stock- 
holders providing for some modification 
of the trust deed governing their stock. 


William Beardmore & Co. Ltd.— 
The net loss for 1935 was £32,568, after 
providing for losses in subsidiaries 
amounting to £4,220, and the total debit 
at profit and loss is now £830,325. The 
improvement noted in the trading 
position in 1934 has been more than 
maintained during 1935. In addition 
to the usual charges, revenue has borne 
a heavy expenditure for deferred main- 
tenance rendered necessary at the Park- 
head works to enable them to under- 
take the increasing volume of work. 
Work in progress amounts to £114,549 
net. 


Wellington Grey & Bruce Rail- 
way.—Estimated earnings for the half- 
year ending June 30, 1936, applicable 
to meet interest on this company’s 
7 per cent. bonds, will admit of the 
payment of £3 18s. 7d. per £100 bond, 
and this payment will be applied as 
follows: 18s. 10d. in final discharge of 
Coupon No. 107, due January 1, 1924, 
and £2 19s. 9d. on account of Coupon 
No. 108, due July 1, 1924, and will 
be made on and after July 1 next, at 
the offices of the Canadian National 
Railway Company, 42-5, New Broad 
Street, E.C.2. Coupons must be left 
three clear days for examination. 

North Western Road Car Co. 
Ltd.—This company, which is con- 
trolled jointly by the L.M.S.R. and 
L.N.E.R. Companies and by Tilling & 
British Automobile Traction Limited, 
secured in the year ended March 31, 
1936, a profit of £96,755, after providing 
for depreciation, and a _ net profit 
of £74,957. Adding £23,948 brought 
forward makes a total of £98,905 
available. The ordinary dividend of 
10 per cent. and the bonus of 2} per cent., 
both the same as for the previous year, 
take £75,000, leaving £23,905 to be 
carried forward. A number of com- 
petitive businesses has been acquired 
during the year. 

Ribble Motor Services Limited.— 
For the year ended March 31, 1936, 
this company, which is_ controlled 
jointly by the London Midland & 
Scottish Railway Company and Tilling 
& British Automobile Traction Limited, 
secured a total revenue of £1,316,099, 
against £1,234,986 for the previous year. 
After deducting all expenses, including 
£175,000 charged to depreciation re- 
serve, there remains a_ balance of 
£117,923 which, added to £4,239 brought 
forward, leaves an available balance of 
£122,162. From this balance £30,000 is 
again allocated to general reserve and 
£13,000 to the preference dividend. The 
dividend of 10 per cent. for the year is 
at the same rate as for 1934-35, but 
takes /£65,000, as against £60,000, 
because of the 200,000 new ordinary 
shares ranking from January 1, 1936, 
and the amount to be carried forward 
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is £14,162. An omnibus station is being 
constructed at Morecambe and new 
head offices at Preston are in course of 
erection. Orders have been placed for 
additional vehicles of the most modern 
type. The investment in W. C. Stander- 
wick Limited has been increased. The 
company has acquired the road passen- 
ger businesses of Brookhouse Motors, 
Dallas Services Limited, De Luxe 
Motors, and Knott End Motors and, 
jointly with other operators with which 
it has working arrangements, the road 
passenger businesses of Cadman’s Ser- 
vices Limited, W. Parkinson, James 
Pearson & Sons, and the stage carriage 
business of J. & R. Singleton. 


Eastern Counties Omnibus Co. 
Ltd.—The accounts of this company, 
which is controlled jointly by the 
L.N.E.R. and L.M.S.R. companies and 
by Tilling & British Automobile Trac- 
tion Limited, for the year ended 
March 31, 1936, show a profit of £58,063, 
to which must be added £25,934 brought 
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forward, making a total 
The preference dividend takes £10,099, 
and the directors recommen: dividend 
of 7 per cent. for the year, which will 
absorb £47,045 and leave 


£83,997. 


£26,952 to 


be carried forward. Several small 
omnibus businesses have be¢ acquired 
during the year. The garage and 
omnibus station in Surrey Street, Nor- 
wich, was opened during Mar Exten- 


sions have been made at the 
coach factory. 
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Forthcoming Meetings 


June 24 (Wed.)—Mexican Raiiway Co, 
Ltd. (Ordinary General), \Vinchester 
House, Old Broad Street, C.2, at 
2.30 p.m 

June 24 (Wed.)—Great Western of Brazil 
Railway Co. Ltd. (Ordinary General), 
River Plate House, 7/9, Finsbury 
Circus, E.C., at 2 p.m 

June 29 (Mon.)—Great Southern of 
Spain Railway Co. Ltd. Ordinary 
General), 2, Broad Street Place, E.C.2, 
at 2.30 p.m. 








QUESTIONS IN 


South London Development 

Mr. Day, on June 10, asked the Minister 
of Transport whether, in view of the con- 
gestion of traffic in the district of the 
Elephant and Castle and the difficulties 
experienced by persons residing at or near 
this junction in obtaining a conveyance 
to proceed to or from their employment 
during the rush hours of the day, he 
would make representations to the 
London Passenger Transport Board to 
continue the present tube system from 
the Elephant and Castle to Camberwell. 

Mr. Hore-Belisha : The London Pas- 
senger Transport Board inform me that 
on completion of the works at present 
in hand they will consider further the 
question of extending the Bakerloo 
Line to Camberwell. 


Argentine Railway Negotiations 

Sir N. Grattan-Doyle on June 11 
asked the President of the Board of 
Trade whether he was arranging with 
the Argentine Government that suitable 
transport co-ordination legislation in 


relation to the Anglo-Argentine railways ° 


shall form part of the terms for the 
renewal of the Anglo-Argentine trade 
agreement. 

Sir Charles Cayzer asked the Presi- 
dent of the Board of Trade whether, in 
view of the continued general ill-treat- 
ment by the Argentine authorities of 
non-Argentine capital, as again disclosed 
in relation to the Buenos Aires water- 
works and the Primitiva Holdings Com- 
pany, he would reserve power to review 
or terminate any Anglo-Argentine trade 
agreement at the end of every 12 
months until he had established the 
policy that any such agreement rested 
upon fair treatment of Anglo-Argentine 
investments. 

Captain Wallace (Overseas Trade 
Department): I understand that legis- 
lation of the character referred to by 
my hon. friend is already before the 
Argentine Parliament. The position of 
British public utility companies is 
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being kept in mind in connection with 
the present discussions with the Argen- 
tine Government, and the suggestion 
has been noted. 


Railway Stores for India 

Mr. Day, on June 15, asked the Under- 
Secretary of State for India whether 
he could state the amount of railway 
stores required for the Indian State 
railways purchased through the High 
Commissioner for India for the 12 
months ended to the last convenient 
date, giving figures separately of the 
amounts purchased from British manu- 
facturers and from foreign firms. 

Mr. Butler (Parliamentary Under- 
Secretary): The figures for the twelve 
months ended May 31, 1936, are as 
follow :— 


British manufactures .. 
Foreign manufactures .. 





26,850 

Most of the orders for railway stores 
required for State-worked lines are now 
placed by the Government of India 
direct under the rupee tender system, 
The above figures do not include the 
amounts spent on the purchase of stores 
by the Indian railway companies. 
Level Crossings 

Mr. Tinker, on June 17, asked the 
Minister of Transport if he would state 
the number of railway level crossings 
in this country; and what steps his 
department was taking to remove them. 

Mr. Hore-Belisha: There are some 
1,050 railway level crossings on classified 
roads in Great Britain, the total number 
of railway and colliery crossings on 
classified and unclassified roads being 
some 4,560. I am ready to entertain 
applications from highway authorities 
for grants at the rate of 75 per cent. of 
the approved net cost of eliminating 
level crossings on classified roads or on 
other roads of substantial through 
traffic value. 
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NOTES AND NEWS 


Proposed New Mexican Railways. 
Messages from Mexico indicate that 


the Government of that country has 
approved proposals for the expenditure 
of £4,500,000 on the construction of a 
new ink line some 500 miles long 
betw« fabasco, Chiapas, and Yucatan. 

the North Staffordshire Regi- 
ment Locomotive, L.M.S.R.—Sir 
Fran Joseph, a Director of the 
L.M.S.R., presided at a naming cere- 
mony held at Stoke-on-Trent passenger 
stati on Saturday last, June 13, 
when the L.M.S.R. ‘‘ Royal Scot ”’ 


clas comotive No. 6141 was named 
The North Staffordshive Regiment. 

New Station at Blackhali Colliery. 
-_In order to meet the requirements 
of the rapidly developing district in the 
vicinity of Blackhall Colliery Village, 
County Durham, the L.N.E.R. is 
arranging to provide a passenger halt 
approximately — half-a-mile from the 
village; a frequent service of trains 
will be given daily to Sunderland 
and West Hartlepool. 


L.N.E.R. Enginemen Acquitted 
on Manslaughter Charge.—The two 
L.N.E.R. drivers who were committed 


for trial at the Lincolnshire Assizes 
on charges of manslaughter arising 


out of a collision with a ballast train 
at Barkston on January 19, were 
acquitted at the assizes on June 15 and 
16. No evidence was offered against 
the fireman. It was alleged that the 


drivers had passed four signals at 
danger, but they asserted that the 


signals were off. 

Penarth Dock for Laying-up 
Ships.—From Monday, July 6, the 
Penarth Dock of the G.W.R., which as 
recorded in our issue of May 1, is to be 
closed on that date for the loading and 
discharge of vessels, will be available 
for owners wishing to lay up their ships, 
at a charge 75 per cent. less than the 
present cost of laying up in the ordinary 
It is hoped that the low rent 
will attract owners who have previously 
used Falmouth, Bideford, and elsewhere 
for laying-up purposes. 
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L.M.S.R. Improvements at Coven- 
try.—Part of Coventry passenger station 
is to be reconstructed by the L.M.S.R. 
as part of an improvement scheme under 


the Railways (Agreement) Act, 1935. 
[he down platform, used by trains 
going towards Birmingham, is to be 


rebuilt as an island accommodating 
trains on each side, and a new loop line 
will also be laid in. The works on the 
up side (used by trains going towards 
Rugby and London) will comprise the 
placing of the refreshment room in a 
more central and more convenient 
position ; improvement of the parcels 
office, cloak room, and waiting room 
accommodation ; and substitution of 
electric for gas lighting. Additional 
sidings for stabling carriages are to be 
provided adjacent to the Leamington 
branch line, and the result of the 
scheme will be to improve considerably 


the working of traffic at and through 
Coventry. 

Canadian National Railways in 
Glasgow.—From Monday last, June 15, 
the Glasgow office of the Canadian 
National Railways are at 107, Hope 
Street, Glasgow, C.2. Mr. J. Mitchell 
Walker is District Traffic Agent of the 
company at Glasgow as heretofore. 

Visitors to Bekonscot.—Some 
25,000 visitors have inspected the 
Bekonscot model railway and _ village, 
Beaconsfield, this year, bringing the 
total attendance since the railway was 
first exhibited in 1932 up to the level 
of 100,000, having reached 98,796 by 
June 7. For this year alone, the total 
attendance up to the same date was 
23,577. Takings for the first ten weeks 
of the present season exceed those for 
the whole of any previous year. 

L.M.S.R. Weed-Killing Train.—A 
train fitted up for spraying the perma- 
nent way with weed-killer while running 
at from 20 to 25 m.p.h. is now being 
tested on branch lines of the L.M.S.R. 
Two specially constructed tenders have 
a combined capacity of 7,000 gallons of 
weed-killer solution, and 2,700 gallons 
in concentrated form are carried in 
reserve in tank wagons. The spraying 
apparatus is fitted in the brake van. 
It is expected that the heavy treatment 
possible with this train will much reduce 
the growth of weeds after three years’ 
application. 


Remodelling York Station, 
L.N.E.R.—York station is to be re- 
modelled and considerably extended. 


The number of platforms is to be 
increased from 14 to 16 by provision 
of a new island platform to the west 
side of the present station. The new 


platforms will be each 1,180 ft. in 
length and two existing platforms, 
Nos. 7 and 14, are to be lengthened 


to 915 and 1,500 ft. respectively. New 
waiting and refreshment rooms of 
modern design are to be_ provided, 
together with a re-arrangement of the 
permanent way at the north and south 
ends of the station and complete re- 
signalling with colour-light signals. For 
dealing with luggage and parcels traffic 
six new electric lifts are to be provided 
and new sidings are to be laid down with 
a 6-ft. stage for dealing with fruit and 
perishable traffic. The cost of the scheme 
will be in the neighbourhood of £150,000. 

Chinese Railway Finance.—The 
Chairman of the British and Chinese 
Corporation Limited in his addresses 
at the annual meetings always gives 
some interesting facts relating to Chinese 
railways. At the recent meeting he 
announced that payment had _ been 
resumed by the Peking-Mukden Rail- 
way of the service of the Shanghai 
Fengching railway mortgage redemp- 
tion loan of 1914. The advance made 
in 1929 for purchase of rolling stock 
for the Nanking-Shanghai Railway 
has now been repaid. No interest on 
the Nanking-Hunan Railway advances, 
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payment of which has been in arrears 
since 1925, has been received during 
the year. In addition to direct advances 
to the Chinese railways, the Corporation 
has during the last two years, in associa- 
tion with the Hongkong & Shanghai 
Bank, joined with a syndicate of Chinese 
banks for the public issue in Shanghai 
of loans aggregating £2,600,000 for 
the completion of the Hankow-Canton 
and the Shanghai-Hangchow-Ningpo 
Railways. The Hankow-Canton line 
is now nearly completed. Some 2,500 
km. of new construction are now in 
hand and about 1,500 km. were com- 
pleted last year. 


Progress of Railway Bills.—The 
L.N.E.R. (Scottish) Order Confirmation 
Bill, which has already been through 
the House of Lords, was on June 10 
read the third time and passed in the 
House of Commons, without amend- 
ment. It now awaits the Royal Assent. 
Petitions have been deposited in the 
House of Lords by the Nottinghamshire 


County Council and by the Railway 
Clerks’ Association and the National 
Union of Railwaymen against the 
L.N.E.R. (General Powers) Bill. The 


G.W.R, (Ealing and Shepherd’s Bush 
Railway Extension) Bill, which has 
already been through the House of 
Commons, is now unopposed in the 
House of Lords. The L.M.S.R. Bill 
was approved on June 17 by the Unop- 
posed Committee of the House of Lords. 
It has already been passed by the other 
House. 


Central Argentine Railway Ten- 
Year Notes.—Mr. Justice Clauson 
sanctioned on June 16 a fresh scheme of 
arrangement between the Central Argen- 
tine Railway Limited and the holders 
of its £1,985,700 10-year notes. These 
notes were issued at 5 per cent. in 1923, 
repayable on July 1, 1933, but on 
June 26, 1933, a scheme of arrangement 
was sanctioned whereby the notes were 
to he repaid on July 1, 1936, the rate of 
interest being increased to 6 per cent. 
as from July 1, 1933. The new scheme 
now sanctioned provides for the date 
for repayment of the notes to be ex- 
tended to July 1, 1941, and for the 
rate of interest per annum as from 
July 1, 1936, to be reduced to 53 per 
cent. Note-holders are given the right 
to exchange into 5 per cent. redeemable 
debenture stock, 1967-87, at the rate of 
£110 stock for every £100 of notes. 


Fuel Research Exhibitions.—The 
work carried out by the Department of 
Scientific and Industrial Research at 
the East Greenwich Fuel Research 
Station is receiving publicity on two 
occasions this month. Recently a 
party of some 400 guests representing 


the coal, coke, gas, and _ electrical 
industries was received there by Sir 


Harold Hartley (Chairman of the Fuel 
Research Board) and Dr. F. S. Sinnatt 
(Director of Fuel Research). The work 
of the station includes the treating of 
about 8,000 tons of coal annually 
by various processes, including those 
entailed by the experiments now pro- 
ceeding upon the production of motor 
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spirit from coal in a continuously- 
operated hydrogenation plant capable 
of treating 28 lb. per hr. Attention is 
also being directed to the production 
of lubricating oil from coal. Experi- 
ments with pulverised coal are mainly 
in connection with the design of burners 
for marine type boilers. The latter 
experiments, together with a _ review 
of the work of the Fuel Research Coal 
Survey, and examples of the carbonisa- 
tion of coal and the hydrogenation 
cracking of tar for the production of 
motor spirit or fuel oil, will be repre- 
sented in the British Chemical Plant 
Exhibition to be held at the Central 
Hall, Westminster, from June 22 to 27. 

The Fry Show Train.—The special 
show train run by J. S. Fry & Sons Ltd., 
the well-known cocoa and chocolate 
manufacturers, of Somerdale, Bristol, 
has been referred to in our columns on 
two or three occasions in the past. It 
is still strong, and, although 
entering upon its fourth year, attracts 
the trade and public much if not 


going 


as 
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more than ever, and the Christmas 
orders which it is securing at present, 
from towns it has visited before, are 
greater than ever. The train has covered 
16,000 miles, has received 1,300,000 
visitors, and has resulted in the com- 
pany collecting £6,200 in return for 
which it has given away samples and 
afterwards handed over the whole of 
these takings to various charities in 
the many towns visited. 

Road Accidents.—The Ministry of 
Transport return for the week ended 
June 13 of persons killed or injured 
in road accidents is as follows. The 
figures in brackets are those for the 
corresponding period of last year :— 

Killed, including 





deaths resulting from Injured 
previous accidents 
England — ee (98) 4,287 (4,520) 
Wales ... ese 1 (4) 191 (264) 
Scotland ‘ti 16 (13) 482 (455) 
99 (115) (4,960) (5,239) 


The total fatalities for the previous 
week were 132, as compared with 114 
for the corresponding period of last year. 
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British and Irish Railways 
Stocks and Shares 








British and Irish 


lotals for 24th Wee 


GREAT BRITAIN 
1936 1935t 
L.M.S.R. (6,917 mls f f 
Passenger-train traffic 496,000 553,000 


Merchandise, &« 
Coal and coke 
Goods-train traftic 

Potal rece Ipts 


L.N.E.R. (6,332 mls. 
Passenger-train traffic 
Merchandise, &« 
Coal and coke 
Goods-train trafti 
lotal rece Ipts 


G.W.R. (3,7465 mls.) 


Passenger-train traffic...} 


Merchandise, &« 
Coal and coke 
Goods-train traffic 

lotal receipts 


S.R. (2,154 mls.) 


Passenger-train traffic...| 


Merchandise, X« 
Coal and coke 
Goods-train traffic 

Potal receipts 











,229_ 000 


503,000 
230,000 
733,000 


323,000 
322,000 
229,000 
551,000 
874,000 


207,000 
203,000 

95,000 
298,000 
505,000 


314,000 
66,500 
24,500 
91,000 

405,000 


oO 
Zz 


387,000 
149,000 
536,000 


089,000 


| 


374,000 | 


267,000 
167,000 
434,000 
808,000 


219,000 
151,000 
61,000 
212.000 
431 000 


335,000 
57,500 
20,500 
78,000 

413,000 


Liverpool Overhead oa 1,343 
(64 mils. | 
Mersey (44 mls.) | 3,749 3,871 
* London Passenger 
rransport Board a 555,900 | 574,100 
IRELAND } 
Belfast & C.D pass. | 2,875 2,563 
(80 mils.) 
goods 574 437 
total 3,449 3,000 
+Great Northern pass. 10,000 11,250 
(543 mls. 
goods 8,750 8,300 
total 18,750 19,550 
+Great Southern pass. 35,678 | 40,077 
(2,076 mls.) 
” °° goods 38,170 31,907 
y - total | 73,848 71,984 





Traflic Returns 


k 


Inc. 


62,000 


1 


66,000 


or Dec 1936 
| 
f £ 
57,000 10,241,000 


16,000 
S1,000 
97,000 
40,000 


11,300,000 
5,994,000 
17,294,000 
| 27,535,000 





51,000 6,692,000 
7,694,000 
5,699,000 

13,393,000 

20,085,000 


55,000 


17,000 


12,000 4,273,000 
52,000 | 4,466,000 
34,000 2,468,000 


86,000 6,934,000 





74,000 11,207,000 
21,000 6,435,000 
9,000 1,450,000 
4,000 | 784,000 
13,000 | 2,234,000 
8,000 8,669,000 
205 | 27,125 
122 | 97,441 
18,200 | 27,332,800 
312 | 46,662 
137 13,017 
449 59,679 

| 
1,250 200,000 
450 | S100 
800 | 100 

| 

| a 

4,399 689,504 


6,263 952,781 
1,864 | 1,642,285 
| 


lotals to date 


10,189,000 
10,690,000 

5,764,000 
16,454,000 
26,643,000 


6,675,000 
7,418,000 
5,459,000 
” 





4,256,000 
4,277,000 
2,412,000 
6,689,000 
10,945,000 


6,408,000 
1,442,000 

735,000 
2,177,000 
8,585,000 


26,984 
96,479 


26,981,400 


47,999 


11,828 
59,827 





194,500 


214,850 
409,350 


681,291 


898,528 
1,579,819 





Inc. 


or Dec. 


f 
52,000 
610,000 
230,000 
840,000 
892,000 


17,000 
276,000 
240,000 
516,000 
533,000 


17,000 
189,000 
56,000 
245,000 
262,000 

2 
27,000 
8,000 
49,000 
57,000 
84,000 
141 


962 


351,400 


1,337 


1,i89 
148 





* 50th week, the receipts for which include those undertakings not absorbed by the L.P.T. 


corresponding period last year ; last year’s figures are, however, adjusted for comparative 


+ 23rd week 


t Whitsun Monday 


B. in the 
purposes 


a Prices 
ge Be 
Stocks BS 25 fume | tee 
= = J Fall 
G.W.R. 
Cons. Ord. «| S51lg | 441 4 
5% Con. Prefce. ....124 108 11 
5% Red. Pref.(1950) 117 10634, 11 3 
4% Deb. (1181p |108 11 = 
44% Deb.... ..|122 110 11 
44 Deb. ...(12912 118 12 1 
5% Deb. ... 14014 130 13 I 
24% Deb.... -.| 8214 681, 77 l 
5°, Rt. Charge 137 128 134 
5% Cons. Guar. ...|13634 1201. 13 
L.M.S.R. 
Ord. wae ...| 25536 | 16 23 1 
4%, Prefce. (1923) | 5814 431. 69 41 
4% Prefce. ...| 8712 | 73lo | 86 
5°, Red. Pref.(1955) 107 9734 107 
4%, Deb. ... ... L101, 9915 (1071,* — 
5% Red. Deb.(1952) 11911,)¢ 11153, 116 
4°, Guar. 1055g 951lo 104 
L.N.E.R. 
5% Pref. Ord. 157, Sl, 10 
Def. Ord. ... woo} 1946 454 5 
4%, First Prefce. 7434 48 67 
4%, Second Prefce.| 3154 161, 25 
5°, Red. Pref.(1955) 9214 | 71 941 
4°, First Guar. .../10311,— 93 100 
4%, Second Guar. 9834 821, 951 2 
3% Deb. 86 75 83* 
4%Deb. ... ... 10914 981, |107* 
5% Red. Deb.(1947)|11814 1061, 1121 
44% Sinking Fund |1121l. 108 108* 
Red. Deb. 
SOUTHERN 
Pref. Ord.... 8712p | 693, | 92 
Def. Ord. ... ---| 251336 163g | 221 
5% Prefce. ...|124 10814 1211 ly 
5°, Red. Pref.(1964)/11754 10912 (1181, 
5% Guar. Prefce. [13612 1211, (1311 
5% Red.Guar. Pref. |12114 11212 1191 
(1957) 
4%, Deb. 11634 107 111* 
5% Deb. . ... 138 13014 1361>* 
4°, Red. Deb. 115 1061p 113* 
1962-67 
Berrast & C.D. 
Ord. 9 4 6 
ForTH BRIDGE 
4% Deb. ... wee(LT11g |1041g |10415* 
4°, Guar. ... ... LO97, 104 10415* 
G. NORTHERN 
(IRELAND) 
Ord. 20 7 161 —1 
G. SOUTHERN 
(IRELAND) 
Ord. 5712 141, 59 1p 
Prefce. 50 2514 60 lo 
Guar. 883, | 5114 | 86 l 
Deb. 861, 70 88354 
eA es 
44% “A” 130 11934 |1231,* 
5% “A” 13934 130 13315* 
44% “ T.F.A.” 1133, 108 109 
7. SB” .-[L3L1g |12234 |127* 
——" 10912 | 91 102 
MERSEY 
Ord. — —_— 231g 914 2510 1 
4% Perp. Deb. 1001p | 931g | 991p . 
3% Perp. Deb. ...| 7512 | 67 76 
3% Perp. Prefce. | 62 471, | 641, - 
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ABSTRACTS OF RECENT PATENTS* 


No. 442,723. Automatic Coupling 
for Railway Vehicles 


Fi Krupp A.G., of Essen, 
Gern _ Cast Steel Manufacturers. 
(Cor sion date: October 26, 1934.) 

i yupling comprises a fixed claw 
1 behind which is a recess 2 for the 
engagement of the claw of the co- 


operating head of the next vehicle. In 
the w 1 is pivotally mounted a lock- 
vl 3 which abuts against a stop 
igh an aperture 4 in the opposed 


ing | 
5 thr 





head To the pawl 3 is pivoted a 
spring guide 6, around an extension of 
which is coiled a compression spring 7, 
the rear end of which abuts against the 
wall of the coupling head, and the front 
end of which abuts against a lever 8 
hinged at 11 to the spring guide 6. 
The free end of this lever 8 is capable 
of engaging under the pressure of the 
spring 7 a cam 10 rigidly fixed to a 
release lever 9, whilst part of the spring 
pressure is transmitted by the hinge 11 
of the lever 8 to the spring guide 6. 
Che release lever 9, which is mounted 
in the coupling head, has connected to 
it a thumb 12, which when the lever 9 
is turned, comes into engagement with 
a lug 13 on the pawl 3, and turns it. 
The lug 13 is provided with a notch 
14 and a stop surface 15. Upon coup- 
ling two heads, the claws 1 engage the 
locking pawls 3, against the pressure of 
the spring 7 as soon as the claws have 
engaged, each locking pawl 3 springs 
into the aperture 4 in the opposed head 


* 


[hese abridgments of recently published specifications are specially compiled for THe 


and abuts against the stop 5, thus 
preventing the head from sliding out of 
engagement. 

To disengage the heads the lever 9 is 
turned in a counter-clockwise direction, 
when the thumb 12 presses the lug 13 
on to the locking pawl 3 and into the 
coupling, and thus retracts the pawl 
from the aperture 4 of the opposed 
head. As soon as this disengaged posi 
tion has been reached, the thumb 12 
enters into engagement with the notch 
14 on the lug 13. If the lever 9 is 
now released, the locking pawl 3, thumb 
12 and lever 9 remain in position. The 
cam 10 on the lever 9 has in the mean- 
time come into engagement with the 
free end of the lever 8, which, under 
the pressure of the spring 7, tends to 
turn the release lever 9 in a clockwise 
direction. As long as the thumb 12 
engages the notch 14 and the pawl 3 
maintains its position, the turning 
movement of the lever 9 is prevented. 
When the heads slide out of engage- 
ment, the thumb 12 is released from 
the notch 14, so that the lever 9 can 
be turned clockwise by the pressure of 
the lever 8. The locking members 3, 6, 
7, 8 again return to the coupling posi- 
tion.—(Accepted February 13, 1936.) 


No. 443,261. Improved Bodywork 
Construction for Vehicles 


William Rushton Black, of Park 
Royal Coachworks, Abbey Road, Park 
Royal, London, N.W.10, and Arthur 
Charles Needs, of 89, Mortlake Road, 
Kew, Surrey. (November 30, 1934.) 

In the improved form of construction, 
the cantrail 1 is secured to the pillar 
P and roof bracket R, and is of channel 
section with inwardly turned lips 2 at 
the channel opening, which faces out- 
wards. The space thus made available 
is used to house electric wires 3. Rub- 
ber blocks 4 in the form of rectangular 
frames are inserted at intervals along 


the cantrail 1. The 
blocks are intro- 
duced by being 


compressed, and are 
prevented from 
falling out by means 
of the lips, while 
they are retained in 
their longitudinal —R 
relation due to their 
iron resilience. The 

















cantrail 1 and wires aA 
3 may be concealed ane: 7 i 5 
by a wooden bead ae -§ 
or moulding 5, and FR“ 2 
to the top and outer A 
side of the cantrail ¥ ANS 
various other parts | p 








of the bodywork, or 


brackets, wood RG 4432634 


RaiLway GAZETTE Dy permission of the Controller of His Majesty’s Stationery Office. Group 
abri igments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2 
either sheet by sheet asissued, on payment of a subscription of 5s. a group volume, or in bound 


ear 


volumes, price 2s. each, and the fall specifications can be obtained from the same address price Is. 
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packing, &c., for the attachment of 
such parts, may be fixed.—(Accepted 
February 25, 1936.) 


No. 443,490. Pipe Couplings 

Percy Geikie Donald, of 225, Upper 
Thames Street, London, E.C.4, and 
Associated Builders’ Merchants 
Limited, of Peter's Hill, Upper Thames 
Street, London, E.C.A4. (August 27, 
1934.) 

In a coupling for steam pipes in 
which the ends fit one within another, 
a bracket 1, on the pipe 2, is made of 
spring steel, and is secured against a 
flange 3 and held there by means of a 
bolt 4 passing through lugs 5. The 
bracket is also formed with two 





RG 443490 29 


diametrically opposed lugs 6 to engage 
the heads of the bolts 7 which are 
passed through holed lugs 8 on a pres- 
sure plate 9 mounted on the pipe 10. 
The pressure plate 9 is formed on its 
inner face with a concave groove 11 
which co-acts with a complementary 
portion formed on a joint-ring of india- 
rubber, 12. This joint-ring encircles 
the pipe 10 and is arranged with its 
outer face abutting against a flange or 
ridge 13 formed around the outer 
surface of the pipe. The mouth of the 
pipe 2 is formed with a countersunk 
seating complementary to the surface of 
the joint ring 12.—(Accepted February 
27, 1936.) 


No. 443,336. Method and Apparatus 
for the Registration of the Cant 
of Railroads 


Andre Ernest Manzin, of 69, Boule- 
vard Saint Michael, Paris, France. 
(Convention date : August 3, 1934.) 

A warp-integrator registering device 
has a spring controlled cable stretched 
from the centre of each of the wheels; 
these cables, 1’, 2’, 3’, 4’, pass over 
pulleys fixed to the body of the car- 
riage. Cables 1’ and 4’ terminate at the 
extremities of a lever 5, and cables 
2’ and 3’ terminate at the extremities 
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of a lever 6. The centre points of the 
levers 5 and 6 are connected by a lever 
7, to the extremities of which are fixed 
two flexible blades 8 and 9 which bend 
over the rounded extremities of a part 
10, on which are fixed, at 11 and 12, 
two sides of a parallelogram which can 





7 
| 
| 














RG 4453556) 3g 


alter in shape. At 15 is shown a right- 
angled lever of which one side of the 
right angle constitutes one of the sides 
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of the parallelogram, and of which the 
other sidé of the right angle constitutes 
one of the sides of a second parallelo- 
gram 16, 17, 18, which can alter in 
shape. The corner 19 is fixed, and the 
displacement of the corner 20 gives the 
warp. A small sphere 21 is mounted 
on a movable frame 22 by means of 
pivots 23 and 24. The frame can itself 
rotate freely about pivots 25 and 26 
integral with a frame 27 suitably carried 
at 27’, and connected to the corners 20 
of the warp registering device. The 
sphere 21 rests on the disc 28 which 
is moved proportionately to the dis- 
tance travelled. To the movable frame 
22 is fixed a rod 29 which carries along 
by means of a fork 30, a tracing mem- 
ber 31 rotating about a vertical axis 
32. The displacement imparted to the 
frame 27 by the corner 20 will be 
integrated by the device and this in- 
tegration registered by the tracer, will 
give the desired cant.—(Accepted 
‘ebruary 26, 1936.) 
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COMPLETE SPECIFICATIONS 
ACCEPTED 


442,541. Ruhrhandel, 
Schuck, C. Conical roller 
wheel and axle bearings of mi 
portable railway trucks. 

442,707. Lowell-Wintsch utomatic 
Train Control, Inc, Train-contro! systems 


, and 
rings for 
tubs and 


442,734. Compagnie Internationale des 
Freins Automatique. Brake trolling 
device. 


442,861. Wittich, P. Safety device to 


prevent the toppling and/or shing of 


railroad cars in train collisions 1 derail- 
ments. 

443,069. Sulzer Fréres Soc. Anon. Ep- 
gine-driven vehicles. 

443,093. Evans, W. E reinigte 
Stahlwerke A.-G.). Hydraulically-con- 
trolled track brakes, more especially for 
railways. 

443,317. Novati, M. Couplings for 
pipes and the like. 

443,369. American Steel undries. 


Railway rail joint bars. 
443,375. Stevens, A. H 


: j 1ampion 
Machine & Forging Co.). Pipe 


uplings 





————— 





CONTRACTS AND TENDERS 


Charles Roberts & Co. Ltd. has re 
ceived an order from Imperial Chemical 
Industries Limited for 14 underframes 
for 14-ton tank wagons, additional to 
those recorded in our issue of May 22, 
and for five underframes for 20-ton 
tank wagons 


Coaches for C.L.C. 

Cravens Railway Carriage & Wagon 
Co. Ltd. has received an order from the 
Cheshire Lines Committee for one-vesti- 
buled open third class saloon, four twin 
sets (eight bodies) non-vestibuled third 
class carriages with brake compartment, 
and four twin sets (eight bodies) non- 
vestibuled composite carriages. 


Frank How & Co. Ltd., of London, 
has received a large repeat contract for 
the supply of motor and diesel lubricat- 
ing oils from the Egyptian Government. 


\ contract has been placed with Ekins 
& Co. Ltd. for the conversion of Wal- 
thamstow tram depot for trolleybus 
use This represents the first step 
towards the changegver from trams to 
trolleybuses on certain routes in north- 
east London. 


Whitelegg & Rogers Limited has re- 
ceived an order for 40 Ajax patent 
steam-o erated firedoors for application 
to 19-C class locomotives for the South 
\frican Railways now under construc 
tion by Fried. Krupp A.G., Essen, and 
Borsig Lokomotivwerke G.m.b.H., Hen- 
nigsdorf, Germany. The contracts for 
these locomotives were recorded in THE 
RAILWAY GAZETTE for May 29. 


Whitelegg & Rogers Limited has also 
received an order for Ajax grease lubri- 
cating equipment for four 15-E class 
locomotives for the South African Rail- 
ways now being built by Henschel & 
Sohn A.G., Kassel, Germany. The 
contract for these locomotives was 
recorded in THE RAILway GAZETTE for 
March 27. 


Coaches for Gold Coast 

The Metropolitan-Cammell Carriage 
& Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for two first and second class composite 
coaches, and two brake and postal vans, 
required for the 3-ft. 6-in. gauge line 
of the Gold Coast Government Railway. 


The South African Railways Adminis- 
tration has placed contracts through the 
office of the High Commissioner in 
London as follow: Guest, Keen & 
Nettlefolds Limited, bolts and nuts, and 
fishbolts and nuts; Charles Richards 
& Sons Ltd., gauge clips. 

D. Wickham & Co. Ltd. has received 
an order for one open-type Ford-engined 
petrol-driven railcar for Brazil. 

The Crown Agents for the Colonies 
have recently placed the following 
orders : 

lurners Asbestos Cement Co. Ltd., Asbestos 
cement pipes. 

Pease & Partners Limited, Brake blocks. 

Stanton Ironworks Co. Ltd., Cast-iron pipes 
and collars. 

Wolverhampton Corrugated Iron Co. Ltd., 
Galvanised corrugated sheets. 

Hydrautomat (1931) Limited, Hvydrostat 
pumping units. 

English Steel Corporation Limited, Locomo- 
tive axles and tyres. ; 

Hunslet Engine Co. Ltd., Locomotive spares’ 

Blackstone & Co. Ltd., Portable oil engines. 

Vacuum Oil Co. Ltd., Lubricating oil. 

Lee, Howe & Co. Ltd., Pumping plant. 

Stewarts and Lloyds Limited, Tubing and 
piping. 

J. Walsh & Co. (Birmingham) Ltd., Steel 
angles. 

Whitehead Iron & Steel Co. Ltd., Steel bars. 

Head Wrightson & Co. Ltd., Corrugated 
plates. aes 

P. & W. MacLellan Limited, Steel plates. 

United Steel Cos. Ltd., Steel sleepers. 

faylor Bros. & Co. Ltd., Steel tyres. 

Brownlie & Murray Limited, Steelwork. : 

Ferguson, Pailin Limited, Substation equip- 
ment : 

Standard Telephones & Cables Limited, Tele 
phone cable and switchboard. ; 

B. & S. Massey Limited, Tvre fixing rolls, 

H. Pooley & Sons Ltd., Weighbridge. 

Hovt Metal Co. of G.B. Ltd., Whitemetal. 

Siemens Bros. & Co. Ltd., Telephone switch- 
board. 


Details of the apparatus for use in 
connection with the electrification of the 
Southern Railway main line to Ports- 


mouth, the contracts for which were 
first announced in THE  Raitway 
GAZETTE for August 9 last, are as 
follow : 


30 2,500-kW. steel tank rectifi equip- 
ments, complete with transforme: 

30 4,000 A. high speed circuit breakers 

262 2,500 A, high speed circuit breakers 

30 sets of 33,000 V. switchgear equip- 
ments. : 

30 sets of low tension gear 

30 sets of supervisory control apparatus 


The Drewry Car Co. Ltd. has received 
a repeat order from. the Eagle Oil & 
Shipping Co. Ltd. for two diesel loco- 
motives fitted with Gardner 4.L.2 engines 
Vulcan-Sinclair hydraulic couplings, and 
Wilson-Drewry pre-selective epicyclic 
gear boxes. 


The Drewry Car Co. Ltd. has also 
received an order for a 20-h.p. locomo- 
tive from the War Office for the Small 
Arms School, Hythe, Kent. 


The Deutsche Werke Kiel Aktien- 
gesellschaft has received an order for 
one DWK type D110 diesel locomotive 
from the Municipality of Kristianstad, 
Sweden. 


Cowans, Sheldon & Co. Ltd. has 
received an order from the Chinese 
Government Purchasing Commission, 
to the inspection of Messrs. Fox & Mayo, 
for breakdown crane spares required 
for the Canton—Hankow Railway. 


The South Indian Railway has placed 
an order, to the inspection of Messrs. 
Robert White & Partners, with the 
Gloucester Railway Carriage & Wagon 
Co. Ltd. for 1,450 cast-iron brake blocks 
for electric stock. 

The Jamnagar and Dwarka Railway 
has placed orders, to the inspection of 
Messrs. Robert White & Partners, with 
the Steel Company of Scotland for 37 
axles and 68 locomotive tyres, and with 
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OFFICIAL NOTICES 

















His Exalted Highness the Nizam’s State His Exalted Highness the Nizam’s State London and North Eastern Railway 
Railway Railway Company 
SUPE! fENDENT OF ROAD TRANSPORT. MECHANICAL ENGINEER FOR ROAD i he IS HEREBY GIVEN that the 
, - TRANSPORT. a Directors have fixed July lst, at the close 

PP \TIONS are invited for the above PPLICAT ; , of business, at the date for striking the 
y, , i this Railway in the State of : LICATIONS are invited for the post Balances of the Company’s Guaranteed, Pre- 
Hyder India. - of Assistant Road Transport Superinten- ference and Ordinary Stocks. — Interim Divi- 

Duties. dent (Mechanical) on this Railway in the State dends declared for the half-year ending 

The s of the appointment comprise the of Hyderabad, India. 30th June, 1936, will be payable only to the 
cont management under the Agent of a Duties. : Stockholders whose names are registered in the 
the R \ of all road services operated by The duties of the appointment comprise the beoks of the Company on the date so fixed. 
the R y, both passenger and goods. At mechanical supervision under the Road Trans- Deeds of Transfer should, therefore, be lodged 
the y 136 the passenger fleet will comprise port Superintendent of all road vehicles, both with the Registrar of the Company at Hamil- 
bout ises operating about seven million passenger and goods, and control of the repair ton Buildings, Liverpool Street Station, London, 
miles inpum over 3,800 route miles. At and overhaul shops. At the end of 1936 the E.C.2, before 5.0 p.m. on Ist July. 
prest t re is only a_ passenger service. passenger fleet will comprise about 250 buses By Order 
rem ilage on a substantial scale is con- cperating about seven million miles per annum : JAMES: McLAREN, 
temi over 3,806 route miles. At present there is only Marylebone Station, Secretary. 
>< #® passenger service. Goods haulage on a sub- sondon, N.W.1. 

Qualifications . 
a oe ey a stantial scale is contemplated. 19th June, 1936. 
ess thi 8 years : : 

2) Experience in @ responsible position in a mee ee | ig uaa | INDIA.—Machine Tool Sales Engineer 
the transport industry, including preferably an ee eee : , ’ required by Associated British Machine 
engagement as or ini “> hnical education at a recognised train- Tool Makers Limited. Must have a good know- 

vort Superintendent to large commer- & college. “ee 2 achine ili 

( undertaking, or, with a Railway (3) Apprenticeship of not less than three raenn yh...” a ge ay a 

Company in the Road Transport Depart- years as an Engineer, preferably with a manu- between 25 and 35 vears of age The appoint- 

ment facturer of commercial or private cars, and ment hes Bae A wae ‘Write stating age 

Experience of operating both passenger including drawing office experience. . ¥ : a. z 7 

sage rad eral . - Bagn ~- and qualifications to General Manager, 17, 
ind goods services and preferably of co-ordina- (4) Subsequent experience in bus and _ lorry Grosvenor Gardens. S.W.1 
tion these with Railway services. : maintenance and overhaul with a commercial : : bbslteoe 

4) Ability to organise costing, rate fixing are = a ——e workshop, \ TAR DEPARTMENT—DIRECTORATE OF 

nd records system. (Sy Ganka Tealer tactic dknicaliin FACTORIES.—Applications invited for 
Salary seth , hr ptaeiat one post of Railway Engineer for work in_connec- 

According to qualifications and experience Be E Salary. : tion with design and construction of Factories 
from Oosmania Sicca Rupees 1,700 to 2,250 per : According to qualifications and experience for Filling of Ammunition, &c. Salary up to 
mont! Oosmania Sicca Rupees are the cur- from Oosmania Sicca Rupees 900 to 1,100 per £550 a year. Candidates must be ‘trained Civil 
rency of the Hyderabad State. The rate of month. (Oosmania Sicca Rupees are the cur- Engineers experienced in design, construction, 
exchange is not guaranteed, but ordinarily rency of the Hyderabad State. The rate of &c., of railways and sidings, preferably in con- 
varies from O.S. Rs. 113 to O.S. Rs. 117 per exchange is not guaranteed, but ordinarily nection with iarge factories. ‘ 

British India Rupees. The salary, after varies from O.S. Rs. 113 to O.S. Rs. 117 per Employment in first place will be at. Wool- 
adding Provident Fund benefit, corresponds 100 British India Rupees.) The salary, after wich, but later on factory sites. Post is tem- 
approximately to £1,420 to £1,880 per annum. adding Provident Fund benefit, corresponds porary for duration of work, which is expected 
\t present there is no Income Tax in Hyderabad approximately to £750 to £920 per annum. At to last not less than 2 years, with no gratuity 
State present there is no Income Tax in Hyderabad on termination. Age preferably between 30 

Pica State. and 45 years. Preference to ex-members of 
Applications ; Applications. , H.M. Forces, other things being equal. Appli- 
itions are to be by letter only and will Applications are to be by letter only and will cation forms obtainable by post card from the 
be tre ited as confidential. They are to give be treated as confidential. [They are to give Under-Secretary of State (C.5), The War Office, 

full particulars of age, education, whether full particulars of age, education, whether London, S.W.1, and to be lodged by 2nd July. 

irried or — sor gnome ———, married or single, professional qualifications, 

experience at home and overseas, positions held experience at home and overseas, positions held »p ‘AT . /' 
n the past and present position, and are to be in the past and present position, and are to be “Appointments invited i for ——— 
iddressed to the undersigned not later than addressed to the undersigned not later than = ppointments. in London as_ Assistant 
4t 1936. 4th June, 1936 Engineers. Candidates must be thoroughly 
F. ADAMS ” , : 2 : competent and experienced in up-to-date design- 

; 8, F. ADAMS, 
Secretary. Secretary ing and detailing of Reinforced Concrete and 
HE.H. the Nizam’s State Railway H.E.H. the Nizam’s State Railway 7 Steel etrucveres, Brisgewees, Se. Batery £6 ve 
Board, Board £19 per week, according to qualifications and 
Pere experience. Applications, stating age, qualifi- 
Winchester House 269, Winchester House, cations, experience, and _ present salary, with 
Old Broad Street, Old Broad Street, copies of testimonials, to Box 18, c/o THE 
London, E.C.2 London, E.C.2. Rambway Gazetre, 33, Tothill Street, London, 
ith June, 1936 17th June, 1936. s.W.1. 

Contracts and Tenders—(continued) the Shorter Company, under Gleason Gleason machines, and Shorter Process 
the Superheater Co. Ltd. for four loco- surface-hardening patents. This agree- Co. Ltd. will continue the sale and 
motive sets of superheater elements. ment will permit both Gleason and licence of Shorter process machines as 

, : ae Shorter surface hardening machines to heretofore 

Ihe Argentine State Railways Ad- be sold concurrentlv in this c try. It : 
ministration is making inquiries for ‘lal egeoentenes gtx ia ak She Sulzer Bros. (London) Ltd. has 
three boilers for metre-eauee mountain. ©, Dnt POEMS present Users ot Snorer §=6acquicnd the business of Mather, 
soak: tec alin, surface hardening machines who are also Davev & Co. Ltd., of Leeds The 
ty pe OCcOo Oo es. a wat Oe ii aie si i . , . J oe ad +a a “ae 

nis 1S hk oleenhaeeteaien ust . of ee gear-cutting equipment arrangement will not interfere with the 

( “ aie ° as ace ( < S as raelyy faa > ‘la: fn ng . " 
an ge poege e- freely to buy and us¢ Gh ason surface manufacture by Hathorn, Davey & Co. 
bie . Lees ¢ oO a y 8 ton hardening machines. suck & Hickman of its own products, as that company 
ocomotive coaling plant for Dundee ; Limited represent the Gle Work cdaiin . 
Coucane Sic = Amited represen 1e Gleason orks will continue to maintain its separate 
owans Sheldon & Co. Ltd., locomotive . ee : 3 ae 
ar in this country for the sale and service of connections. 
whee irop, also for Dundee. ‘ 

G. H. Shefheld & Co. (Engineers) 

Ltd. has received an order from the 
Crown Agents for the Colonies for four —-_ Exports of Railway Material from the U.K. in May 
Shetheld-Twinberrow passenger bogies ? 

Five Months Ending 


complete with wheels and axles for the 
Gold Coast acacmasel Railway. 

rhe Crown Agents for the Colonies 
have also placed an order for 12 Sheffield- 
[winberrow standard broad gauge 
passenger bogies for the Ceylon Govern- 
ment Railway. 

\ cross-licensing agreement has been 
concluded between the Gleason Works, 
of Rochester, N.Y., and the Shorter 
Process Co. Ltd., of Sheffield, under 
which the Gleason Works has taken a 
licence under the Shorter surface harden- 
Ing patents, and in turn has licensed 


May, 1936 May,1935 May,1936 May, 1935 
( £ 


4 + + 
Locomotives, rail .. a ei -. 180,271 31,847 641,310 273,028 
Carriages and wagons ed os es 80,461 80,838 703,938 459,855 
ails, steel .. ‘ ‘ _ 96,823 29,516 370,933 264,590 
Wheels, sleepers, fishpl: ites and. miscel- 
laneous materials .. i ee .- 133,549 158,471 416,203 605,192 


Locomotive and rail exports included the following :— 


Locomotives Rails 
May, 1936 May,1935 May, 1936 May, 1935 
£ f s £ 
Argentina .. in me ae — — 2,301 5,661 
Union of South Africa oe a a -- — 39,944 18,846 
British India =e = oa ~« 28,105 _ 9,100 31,584 
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Railway Share Market 


Home railway stocks have continued to 
be neglected pending further developments 
in the wages position, and despite the 
good traffics for the past week, which 
were rather higher than had been ex 
pected, prices generally showed virtually 
no response. [The aggregate increase in 
the past week’s traffic receipts amounts 
to £272,000, of which the L.M.S. accounts 
for £140,000 

L.M.S. ordinary stock was fractionally 
better on Wednesday but the price 1s 
lightly lower on balance for the week 
while the 4 per cent. and 1923 preferenck 


ittracted only moderate attention, despite 
the apparently favourable yields offered at 
their present prices Southern deferred 
was easier on disappointment with th 


£8,000 decrease in the past week's return, 
ind the preferred also made a fractior 
illy lower price of 92 It continues t 
be generally agreed that on present indt- 


cations L.M.S. ordinary seems to have 
the better possibility of a dividend for 
the current year, but some market men 
still incline to the view that Southern 
deferred may have the better chance of 
satisfactory appreciation in price if hopes 
of improved traffics during the next few 
months are borne out. Great Western 
lost its recent improvement, although the 
past week's traffic gain of £74,000 was 
in excess of anticipations. L.N.E.R. 
second preference was affected by a cer- 
tain amount of disappointment that a 
larger traffic gain than £66,000 was not 
shown; but granted that a _ favourable 
sum is included in the 1937 results in 
respect of savings in rates, this stock is 
in some quarters to have satisfactory 
possibilities of a dividend. The railway’s 
preferred and deferred stocks again mad: 
lower prices, while the first guaranteed 
preference is now at 100. Great Western 
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Traffic Table of Overseas and Foreign Railways Publishing Weekly Keturns 


Railways pn Week 
ae 1945-36 Ending 
Antofagasta (Chili) & Bolivia 834 14.6.36 
Argentine North Eastern 753 13.6.36 
Argentine Transandine 
| Bolivar 174 May, 1936 
Brazil 
Buenos Ayres & Pacific 2,806 13.6.36 
Buenos Ayres Central 190 30.5.36 
Buenos Ayres Gt. Southern 5,084 13.6.36 
Buenos Ayres Western 1,930 13.6.36 
Central Argentine 3,700 13.6.36 
P Do 
$ | Cent Uruguay of M. Video 273 6.6.36 
5 Do Eastern Extn 311 6.6.36 
a Do Northern Extn 185 6.6.36 
< Do Western Extn 211 6.6.36 
rr Cordoba Central 1,218 13.6.36 
=< Costa Rica 188 Apr., 1936 
s | Dorada 70 Mav, 1936 
0 | Entre Rios 810 13.6.36 
@ | Great Western of Brazil 1,082 13.6.36 
a | International of Cl. Amer 794 Apr., 1936 
S | Interoceanic of Mexico 
$ | La Guaira & Caracas 223 May, 1936 
' | Leopoldina 1,918 6.6.36 
Mexican ‘ 483 21.5.36 
Midland of Uruguay 319 May, 1936 
Nitrate 401 15.6.36 
| Paraguay Central 27 13.6.36 
Peruvian Corporation 1,059 May, 1936 
Salvador 100 13.6,.36 
San Paulo 1534 7 6.36 
Taltal 164 May, 1936 
United of Havana 1,353 13.6.36 
| Uruguay Northern 73 Mav, 1936 
@ { Canadian National 23,618 7.6.36 
c Canadian Northern 
as Grand Trunk 
ic Ya cific 9 969 7638 
5 | Canadian Pacifi 17,237 7.6.36 
( Assam Bengal 1,329 20.5.36 
| Barsi Light 202 20.5.36 
| Bengal & North Western 2,112 $1.5.36 
* | Bengal Dooars & Extension 161 20.5.36 
= 2 Bengal-Nagpur 3,268 20.5.36 
2 Bombay, Baroda & Cl. India 3,072 10.6.36 
™ | Madras & Southern Mahratta 3,230 20.5.36 
Rohilkund & Kumaon 572 31.5.36 
South India 2,531 20.5.36 
( Beira-Umtali 204 Apr., 1936 
Bilbao River & Cantabrian 15 May, 1936 
| Egyptian Delta : : 622 31.5.36 
Great Southern of Spain . 104 6.6.36 
Kenya & Uganda 1,625 Apr., 1936 
Tn | 
= | Manila ‘ ‘ ‘ 
= 4 Mashonaland 913 Apr., 1936 
@ | Midland of W. Australia . 277 = Apr., 1936 
> | Nigerian 1,905 2.6.36 
Rhodesia 1,538 Apr., 1936 
South African 13,264 23.5.36 
Victoria “e : 4,728 Dec., 1935 
| Zafra & Huelva - 112 Apr., 1936 
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24.800 
23.808 


1,400 


249 434 
$169 340 
678,811 

17,498 
240,915 


114,455 
7,450 
16.671 
5,973 
8,700 
19,898 
10,790 
67,538 
8,010 
$317,081 


2.950 
26,815 
£373,600 
27,412 
3,402 
51,278,000 
169,093 
#73996 
152,337 
4,440 
28,970 


2,374 


946,831 
4 p.c 


969,200 


3,071 
1,358 
11,573 
1,030 
52,403 
151,500 
27,546 
8,433 
16,114 
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16 
61 
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7, 
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8,070 
5 


1 
59,1 


110,818 
2,674 
15,322 
46,740 
327,157 


74.318 


oe 
Traffics for Week 7 Aggregate Traffics to Date 
z 
Total Inc. or Dec. F Totals 
this year compared e 
with 1935 This Year Last Year 
{ i £ 
950 24 321.590 296,790 
951 50 400,258 376,450 
800 8622 34,800 33,400 
72,092 12,790 50 4,245,927 3,996,493 
$85,800 — $29,300 48 $5,121,660 $5,291,000 
100,000 15,824 50 6,453 211 
$1,951 8.049 50 2.266.066 
102,256 _ 26,388 50 5,858,830 
1,364 49 546,449 660,904 
+ 797 «49 102,517 95,067 
41 49 72,545 55,874 
166 49 42 836 36,863 
+ 670 50 1,394,210 1,402,910 
15,044 1,999 43 142,473 162,371 
13,600 + 270m 22 65,700 55,000 
i0,364 295 50 537,337 604 875 
5,400 200 24 193,800 201.800 
$517,563 + $61,587 17 $2,080,670 $1,763,589 
5,505 1,075 22 22,880 19,9390 
16,999 5,587 23 386,654 359 839 
$304,490 $22,700 20 $5,310,300 $4,936.700 
6,380) ‘ 53. 48 78,664 106,076 
1,968 6.211 24 63.702 67,104 
$2,595,000 +31,034,000 50 $111,179,000 359,901,006 
79,746 + 7.931 48 866,369 697,276 
8,290 24,235 0 ¢960,336 ¢1,034 332 
28,750 rs 4180 623 675,919 523,582 
3,010 + 330 «648 38,505 34,065 
17,968 $147 50 1,190,192 1,161,222 
817 195 48 9,110 11,484 
676,830 4 88,442 23 14,821,162 13,874,331 
19890 23 10 694.690 9,725 400 
1,242 8 166,957 163,886 
195 8 18,547 19 905 
4.689 4 500,704 489,131 
311 8 15,166 16,196 
— 23,615 8 898,425 * 
+ 14,175 11 1,888,275 1,736,775 
651 8 848,100 820,554 
+ 1.958 9 107,646 99,213 
5,167 8 565,342 581,456 
-— 10,667 30 442,973 450,161 
1,065 428 22 7,128 8,644 
5,957 + 602 9 33,972 
955 = 763 23 25,393 
245,898 + 31,313 | 17 987,690 
100,263 — 31,988 30 709,219 820,037 
12,597 . 36 «4% 137.461 134,787 
34,949 1.207 5 157,301 141.979 
179,844 - 25,674 0 1,297,030 1,343,770 
539,477 + 22,402 8 4,428,512 4,101,355 
866.995 - 3320 26 4,826 292 4,751,974 
9,003 - 2,584 17 39,754 44,550 


4,796 


Note.—-Yields are based on the approximate current prices and are within a fraction of 


+ Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central rece 
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The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being overestimated. 





The statements from July 1 onwards are based on the current rates of exchange and not on the par value. 



























































